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**Does This Look as Though I Had a Brain Storm?” Demanded Hotfoot 


Hotfoot Smith Springs Some 
Startling Evidence 


(Continued ce Aug. 24th Issue) 


hen court convened for the afternoon session a distinct change When the merriment subsided, the Judge replied: “Counsel for 
ticeable in the attitude of the attorneys for the Current- the Current-eaters will have to produce something more tangible 
A look of ill-concealed triumph was plainly apparent on than their unsupported statements. This witness looks pretty 
enances. It was evident they had acne up their — sane to me. It strikes me that he knows just what he is talking 


by about, and this Court is going to give him a chance to say it. 
He tfoot Smith: was is about to take the witness chair again, We'll get at the real facts of this car-heating controversy before 
ne of nsel for the Current-eaters rose to his feet and —_we get through.” 
essin} exclaimed: aia And the real facts were coming sooner than the Judge had 
I protest against any further testimony from _anticipated, for at a signal from Hotfoot, one of his counsel 
e ground that he is non compos mentis, is sub- brought in a large easel on which was displayed some rather 
| aberr ion, has frequent brain-storms, and memory — ‘startling figures. 
dementia Americana, and is in fact a very _ The figures represented the actual cost of heating cars of dif- 
oaming around atlarge.” ferent lengths during the winter months by electricity on the one 
uddenly started comic capers in hand and by hot-air on the other, the conditions being identical 
e oroduced a greater outburst of | in each case, the variations in cost representing widely dif- 


ferent conditions on roads from one end of the country to the 
J ge. Ie was such a “tonlomee other. 
tide o feet favor which - “Does this look as though I had a memory cloud or a brain 
; storm?” demanded Patten pointing to the figures. 
. - (Continued next week.) 


r28cperday. Peffect ventilation. 275 cu, ft. of fresh warm air per 
ute satisfaction. Dry floors. . 

ght in weight. Approved by boards of health in largest cities. Built 
sily removed in summer months, 


ts showing installation. 
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Overloads 


Go EE, but that was a strenuous time yesterday evening on 
(5 the North Division,’’ said Joe, the master mechanic, 
to the General Manager. ‘“‘We did not get some of 

those cars home until midnight.”’ 


‘I know it, Joe,” answered the General Manager. “‘I have 
always been nervous about the rotary station on that division 
whenever we’ve had a big crowd to haul, like that Sunday School 
picnic. The rotary could not stand the overload.’’ 


“‘The chief down at the power house,’’ said Joe, “‘told me 
that if we’d had a Westinghouse Commutating Pole Rotary in 
that station, the same as we just installed on the West Divison, 
there would have been no trouble at all. He says the West Divi- 
sion Substation has carried heavier overloads, than that which put 
the North Station out of business, without any difficulty whatever. 


“Well, Joe,’ said the General Manager, “‘I’m going to put it 
up to the board of directors at the next 
meeting, and see if they will not stand 
our replacing that old machine with a 
Westinghouse Commutating Pole 
Rotary, the same as on the West | 
Division. It will be a good investment.” _}} 


Westinghouse Electric & Mfg. Co. |i} 
EAST PITTSBURGH, PAIS) 3 ee 
Sales Offices in 45 Ame 


Westinghouse Commutating Pole, 


Rotary Converter. 
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The decisions of the Railroad Com- 
mission of Wisconsin affecting The 
Milwaukee Electric Railway & Light 
Company, which are reported at length in another part of 
this issue, were announced only after time had been taken 
for complete analysis and thorough consideration of the 


ode 


THE MILWAUKEE 
CASES DECIDED 


factors involved. There appears to have been an especial 
reason for lack of haste in this case. According to the 
decision, it was not until the last year that the revenues of 
the company were brought by increased traffic and earnings 
to a point where a reduction in the rate was possible. In 
other words, the demand of the city for a fare as low as 
3 cents could not have been granted at any time, and if a 
decision had been rendered earlier it must have denied any 
reduction. While the attitude of the city authorities in 
imposing additional burdens upon the company jeopardized: 
the concession in fare which the order of the commission 
directs, it is only one element in the rising total of expenses 
with which the company has had to contend. The connec- 
tion between city burdens and the rate of fare is a direct 
one in this case. The relation between the recognized 
efficiency of management and organization of this company 
and the condition which, from the standpoint of the regu- 
lating commission, justifies a lower fare seems to be just 
as direct and just as much of a factor in the finding. As 
we understand the present status of affairs, the commission 
has given a decision which it believes is justified by the 
facts of earnings and values, and it acts under what it 
assumes to be the authority granted to it by the law of the 
State empowering it to disregard the terms of the municipal 
franchise. The position of the company is that it will 
probably submit the decision to judicial review for the 
primary reason that the finding does set aside certain terms 
of the franchise under which it is operating in the city of 
Milwaukee. That is to say, the company regards accept- 
ance of the principle of substitution of state regulation on 
this point for the definite contract agreement in the fran- 
The 


the city of Milwaukee under which the operations of the 


chise as a serious matter. franchise ordinance of 
railway have been conducted was passed to take the place 
of a previous ordinance. The superseding ordinance con- 
ceded on the part of the railway a lower rate of fare for 
the concession by the city of a longer term of franchise. 
If the stipulation as to the rate of fare is subject now 
under a later law to review and adjustment by the Railroad 
Commission the other terms of the city franchise may be 


open to similar review. 


Portland, Ore., is the latest city in 
HALF FARE FOR 


STRAP HANGERS this country in which the Council 


has passed a so-called half-fare-for- 
strap-hangers ordinance. During the existence of the 
Evecrric RAILWAY JOURNAL a great many laws of this kind 
have been passed, and the editors of this paper have always 
been curious to learn just how the conductor was going to 
collect that half fare. That is, whether he would give the 


passenger the odd % cent or would insist upon collecting 
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3 cents, or would have a pair of cutting pliers in his pocket 
and so be able to return the exact change. But our curiosity 
has remained unsatisfied, and passengers have continued to 
pay the full fare whether they stood or were seated. The 
Portland ordinance provides, however, for this contingency 
by generously allowing the company to keep the odd % cent 
if the fare is paid in cash but requiring it to sell books of 
100 tickets for $2.50, each ticket to be valid for standing 
room on any car in which all the seats are occupied. It 
goes still further and clears up the embarrassing position 
which we have always felt would be created in case a person 
who had paid half fare for a standing place had later on his 
ride an opportunity to secure a seat. We have often won- 
dered whether such a person would feel obliged to make any 
further payment to the company, but the ordinance in 
question removes this ambiguity by declaring that he is 
entitled to the vacant seat without payment of additional 
fare. After this ordinance was passed, it is hardly strange 
to learn that the Council passed another reducing the mini- 
mum monthly charge on gas and electricity from $1 to 50 
cents and that neither ordinance was protested in the 
Council meeting by the corporations affected. We should 
hardly think that any protests would be made—certainly not 
to the Council. But President Josselyn has explained clearly 
to the public the impracticability of the enforcement of the 
half-fare ordinance as well as its unconstitutionality. 


PRODUCTION Elsewhere in this issue the interest- 


OR PURCHASE 
OF ENERGY? 


ing announcement is made that the 
Philadelphia Rapid Transit Com- 
pany has placed an additional order for e!ectrical energy, in 
which the contract is for 26,200 kw for ten years, with the 
This 
tract of the kind which has been made during this year 


Philadelphia Electric Company. is the third con- 
by large railways, the earlier ones having been made by the 
Cleveland Railway and the Third Avenue (New York) 
Railway. Yet it is only four years ago that the pioneer 
agreements of this kind were made by the Chicago traction 
companies with the Commonwealth Edison Company of 
their city. Another contract between a railway in a large 
city and the local ¢entral station, which is soon to be made 
public, is of special significance because the road is a new 
one and will build no generating and distributing plants 
whatsoever. These contracts, present and prospective, are 
proof that Mr. Insull’s gospel of concentration in energy 
production and use is finding influential converts. Of 
course, every electric railway must decide this question in 
the light of its individual conditions. But, assuming that 
the railway and the central station possess apparatus and 
managements of equal ability, the central station should 
still be able to produce all of the electrical energy needed 
at a lower cost per unit because of the larger amount gen- 
erated and better load-factor. The ultimate effect of satis- 
factory co-operation must also involve a reduction in dis- 
tribution losses. The American electric railway, unlike 
many German systems, is not compelled to buy energy from 
a municipally owned power station, but this does not alter 
the fact that when a railway becomes a buyer of energy 
it will tend to exercise more economy in the use of energy 
than when every department is free to draw upon the home 
power plant without let or hindrance, 
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THE FUTURE WORK OF THE CLAIM DEPARTMENT 


No department of an electric railway organization has 
undergone greater transformation recently than the claim 
department, which is generally recognized now as a depart- 
ment less for the settlement of claims than for the preven- 
tion of accidents. The necessity for awakening the public 
to a realization of its responsibilities in the way of avoiding 
accidents has formed a fruitful topic of discussion in these 
columns and at conventions. There has also been a general 
acceptance during the last few years of the relation of car 
design to the work of the claim department in accident pre- 
vention. It is here that the mechanical engineer and the 
claim agent are on common ground. 

Most railways have learned that the electric car of twenty 
years ago, which was the horse car of the previous decade, 
invited claims instead of discouraging them. Fortunately, 
this car, having long outlasted its usefulness in theory, is 
now reaching the end of its serviceability under heavy 
traffic conditions. It is being rep!aced with cars of varying 
types. But, however much the design of these cars may 
differ in other essentials, the significant ‘feature of all is 
that they are constructed primarily with a view to safe- 
guarding life and limb. Incidentally, this feature affords 
equal protection to the company’s funds against the inroads 
of the claim shark. The fake claimant usually asserts that 
he has experienced a boarding or an alighting accident 
because such an accident is more easy to simulate than any 
other, and this class of accident is the one against which 
protection can best be afforded by the modern design of car. 

These improvements of a mechanical nature do not mean 
a decrease in the responsibility of the claim department, but 
rather the reverse. Even if it was possible to eliminate 
entirely the ability of the passenger or of the pedestrian to 
contribute to his own danger, only one phase of the question 
would be met. There is also the element of human fallibility 
in the maintenance of car equipment and in the operation 
of the car. To the former are due those casualties which 
are caused by defective braking equipment or controllers, 
insecure handrails and other similar conditions. Those for 
which the transportation department is directly responsible 
can generally be classified under,the general heading of 
platform carelessness or error. 

Managements should keep as sharp a lookout for the de- 
fective car man as for the defective car. If not eliminated 
he is certain to be the future chief source of expense. The 
first step toward his elimination is care in the selection and 
training of motormen and conductors, and the second step is 
to make the conditions surrounding his work such that 
capable men will remain at it. Exact compliance with 
regulations can be and must be demanded and enforced. 
But with this requirement should be coupled tact on the 
part of the official in charge which will not make the en- 
forcement of the rules objectionable to fair-minded men. 
Experience in military matters shows that there is a 
great difference between the strict disciplinarian and the 
martinet. The former, if fair and sympathetic, is popular 
and instantly obeyed, whereas the rule of the martinet is 
irksome. 

This fact at least is evident: The day of the safe car has 
dawned. The accidents of the future will be due less to im- 
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proper equipment than to a careless crew and a careless 
public. 


THE OBLIGATIONS OF TRANSMISSION LINES 


The decision in the Lincoln (Ill.) high-tension case, ab- 
stracted in our last week’s issue, is one of considerable 
significance to those operating high-voltage transmission 
plants. Just what its actual bearing on future practice is 
to be is a little difficult to predict, since like most judicial 
decisions this one leaves much to the imagination as regards 
the actual precautions to be considered obligatory. As our 
readers will remember, the condition which gave rise to the 
litigation was the building for a railway transmission of a 
33,000-volt line directly above an existing telephone line in 
a public street for a distance of some 700 ft. For many 
years past—in fact, since the beginning of power trans- 
mission—the telephone companies have pretty consistently 
fought overhead transmission lines in their immediate vicin- 
ity, sometimes with good reason on the score of danger and 
at other times merely for the purpose of averting the chance 
of inductive disturbances. In this instance, though it was 
doubtless not averse to avoiding induction, the telephone 
company had a clear case of possible though somewhat im- 
probable danger. The transmission wires, worked at 33,000 
volts, ran directly over and parallel to the te!ephone line 
and about 15 ft. above it. There was no doubt whatever 
that if a transmission wire had parted it would have been 
almost certain to fall into the group of telephone wires 
below, with possibly serious results. 

As regards the general facts of the case, it seems to us 
that there is no doubt that such over-building of teiephone 
lines by high-tension circuits is in itself an undesirable prac- 
tice. Whether it is highly dangerous to property or life, on 
the other hand, is altogether another question. The danger 
of burning out telephone apparatus by contact of the tele- 
phone circuit with high-voltage lines is obvious, and now 
and then cases of it have occurred. The danger to life, on 
the other hand, is pretty nearly negligible, except as regards 
possible danger to linemen on the telephone circuits. From 
any standpoint the possibility of interconnection between the 
telephone line and the 33,000-volt circuit is an unpleasant 
contingency, and we do not wonder that the telephone com- 
pany in this case objected. On the other hand, there is no 
doubt that a properly constructed transmission circuit can 
be made practically safe even under such circumstances as 
existed in this instance. From the description of the con- 
struction set forth in the evidence the transmission line in 
question was of a sort suitable enough for common cross- 
country work, differing only in the height of the poles, 
which was something like 20 ft. greater than is common in 
wooden pole-line construction. As described it was cer- 
tainly not’a line in which any unusual precautions had been 
taken against the danger of failure, and while it would prob- 


ably have stood up under all ordinary contingencies one 


cannot fairly quarrel with the judge’s conclusion that the 
construction was not adequate for safety considering the 
peculiar circumstances of its use. 
sence of precautions against lightning striking the poles and 
the relatively light cross-arm employed were features not 
to be encouraged where extra care in construction would 
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seem desirable. If it becomes necessary to over-build a 
low-tension line for a moderate distance, the factors of 
safety from every standpoint ought to be increased far 
beyond the exigencies of ordinary cross-country practice. 
In this instance there would have been no particular diff- 
culty nor any great expense in adopting a construction 
which for all practical purposes would have obviated the 
hazards feared. 

The court’s ruling that extra precautions must be taken, 
considering the location of the line, was sound as far as it 
went, but unfortunately it could not well go far enough to 
specify the precautions that would be held adequate. We 
do not believe that the ordinary cradle is a thing to be 
encouraged. 
it also introduces new elements of risk. 


It now and then serves a useful purpose, but 
It is clumsy, un- 
sightly and much more likely to come down, to the detriment 
of things below it, than are the transmission wires them- 
These wires are, in fact, about the last things that 
give way to the stress of weather, and the telephone wires 


selves. 


are the first things to give way. Safety precautions should 
consist rather in greatly increased factors of safety and 
thorough protection against lightning and interference with 
outside sources than in intricate special constructions which 
put more wires, with more possibilities of breaking, above 
the street. 

Quite another set of questions is involved in the issue 
raised regarding the trolley wire in this action. Here the 
breakage of the trolley wire obviously could not imperil 
telephone or other wires located above it, and sound prin- 
ciples of equity would seem to indicate that the responsi- 
bility for safe service should rest on those the breakage of 
whose wires would be a condition prerequisite to public or 
private danger. 
high voltage on trolley wires should be prohibited or made 
extremely undesirable through those whose wires are not 
adequate in strength to meet the ordinary exigencies of 
service. A sufficient burden is certainly put upon the elec- 
tric railways in places where they are forced to use guard 
wires without forbidding them the use of the high voltages, 
either alternating or direct current, desirable for long-dis- 
tance work. In any event, if trolley-wire voltage is to be 
limited and the construction of the overhead system hedged 
around with numerous safeguards, this should be done at 
the instance of and for the protection of the general public 
and not for the fundamental purpose of protecting co-users 
of the public streets against their own faults of construction. 
There seems to be no adequate reason why on country roads, 
and on occasion in public streets, transmission circuits of 
the ordinary voltages should not be run, provided thoroughly 
sound construction and an adequate factor of safety are 
employed. We are glad to see everywhere safe and sound 
construction enforced. It is desirable, however, that there 
should be general agreement as to what constitutes such 
construction and that the question should not be left to 
chance. It would be an extremely good thing if the organi- 
zations interested in high-voltage transmission could stand- 
ardize a construction adequate to meet cases like the one 
before us. Still better would it be if in those states which 
maintain public service commissions or their equivalent 
definite agreement could be had as to the precautions neces- 
sary to be taken for public safety. 


It would certainly be very unfortunate if 
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Power Station of the Waterloo, Cedar Falls & 
Northern Railway 


Modernization of a Steam Plant by the Installation of Horizontal Turbines in a Fireproof Building 


An account of the system of the Waterloo, Cedar Falls 


& Northern Railway was published in the last issue of this 
paper, but a description of the new power station was re- 
served for a separate article. The power station site con- 
tains about thirteen acres and is situated near the junction 
of the Rock Island and Great Western railroads in the 
western part of West Waterloo. This location was selected 
because it offered connections to two steam roads which 
tapped the Illinois and Iowa coal fields and an ample supply 
of water of excellent quality could be obtained from Black 
Hawk Creek, within 600 ft. of the power house. The 
power station property is comparatively central with ref- 
erence to the interurban and city lines, and a spur track 
about 1000 ft. long connects the station tracks with the 
company’s belt lines. The station which has just been 


tals have been carried to the station floor level independent 
of the building foundations and floors. The structural-steel 
superstructure includes built-up columns incased in the 
brickwork of sufficient dimensions to furnish ample sup- 
port for the 60-ft. 20-ton capacity traveling bridge crane and 
for the roof trusses. The shelf supporting the crane run- 
way beam and rail has been formed by extending the web 
of the column beyond the angle stiffeners and reinforcing 
this triangular-shaped web extension with a second pair of 
angles. The crane runway is formed by an 18-in. I-beam 
to which a 60-lb. T-rail has been bolted. The runway beam 
is bolted to.the column bracket at the base and is stiffened 
against overturning at each column by 3-in. plate riveted 
to the webs of the I-beam runway and the column. 

The roof is of reinforced concrete-slab construction sup- 


Waterloo Station—Interior of Generator Room 


erected adjoins that formerly used. As the new units are 
supplied with steam from the old battery of boilers, except 
that two new ones have been added, the reconstruction was 
delayed because it was necessary to transfer the load from 
the old to the new station gradually. The new station 
building is of fireproof construction, 64 ft. 4 in. x 154 ft. 
8 in. in plan, with an average head room under the lower 
chords of the roof trusses of 27 ft. 3 in. In the design of 
this station sufficient space was provided so that its present 
capacity could be doubled, and the location of the old boiler 
room is such that its present capacity may be duplicated 
- when the remaining quarter of the whole station building 
is constructed and a second stack is added. 
BUILDING CONSTRUCTION DETAILS 

The station substructure, including building and electrical 
equipment foundations, is of massive concrete construction. 
The 36-in. building foundation walls are supported on wide- 
spreading footings, and the generator and converter pedes- 


ported on 7-in. I-beam purlins spaced at 4-ft. 6-in. intervals 
and sloped so as to drain both ways from the longitudinal 
center line of the future completed station building. The 
station floor is aso reinforced concrete with those portions 
supporting the switchboard and transformers reinforced by 
locating extra floor beams where they will take the addi- 
tional weight direct. At the present time the floor con- 
struction has been completed to the foundation for the third 
turbo-generator so that the open pit is now available for the 4 
additional generator equipment when required and the re-_ 
moval of any part of the present installation for repairs is 
facilitated. Natural illumination is obtained through large 
windows spaced at close intervals and the average over-a 
head room of 34 ft. furnishes ample ven to th 
generator room. 
The general plan of the interior arrangeniant ‘of bo 
boiler room and generator room is such as to reduce to’ 
minimum the lengths of the piping and cable systems. The 
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turbo-generator battery when the proposed full capacity is 
required will be opposite the boiler room and the four rotary 
converter foundations are directly in front of the station 
switchboard, which acts as a barrier between the generator 
section and the transformer section of the station. \ The 
step-up transformers have been installed back of the switch- 
board and space for the transformers for each of the con- 
verters has been provided in an arch cut through the con- 
verter foundations at the basement level. 

The fact that the new station building is of fireproof con- 
struction was clearly demonstrated recently when the old 
generator room which adjoins it was entirely destroyed by 
fire and it was necessary to shut down the station only 
about two hours during the progress of the fire. 

BOILER PLANT 

A reinforced concrete stack 135 ft. high with a 7-ft. in- 
side diameter has been built adjacent to the partition wall 
between the boiler and generator rooms and opposite the 
center of the battery of five boilers. This stack serves the 
present boiler equipment, which is supplied with induced 
draft from a Sturtevant multivane fan controlled by a 
Foster regulating valve. The boiler equipment includes 
four 300-hp Murray boilers of the horizontal type and one 
Aultman-Taylor boiler of the same type and capacity. The 
five boilers are served by Green chain-grate stokers driven 
by a 220-volt three-phase induction motor. A large portion 
of the coal used at this station comes from the Iowa mines 
near Oskaloosa and is oi very poor quality, giving only 
about 9ooo b.t.u., which brings the quantity used per kw-hr. 
up to a rather high figure. 

Five 20-ton structural-steel bunkers serve the automatic 
stokers through 12-in. spouts. The coal and ash-handling 
equipment is of the dump-car and elevator type. Coal is 
dumped into three 20-ton track hoppers which are emptied 
through undercut gates to the steel dump cars in a tunnel 
under the track. The loaded dump cars, which hold 30 
cu. ft., are elevated to the top of the coal bunkers by an 
Otis elevator driven by a variable-speed three-phase in- 
duction motor. A reinforced concrete tunnel 7 ft. x 8 ft. 
inside dimensions leads from under the track hoppers to the 
boiler room, where it is located directly under the stokers. 
The ash is drawn from the ash pits under the boilers into 
the dump cars through 18-in. x 30-in. doors in the side of 
The loaded dump cars are run onto the elevator 
and elevated from the tunnel to the 70-ton ash bin located 


Waterloo Station—Side View 


over the track hoppers. Sections through the boiler room, 
coal and ash handling plant are shown in the illustrations. 

A Knowles steam pump supplies water to the feed-water 
heater, which is supplied with exhaust steam from the 
fan engine and the turbine driving the circulating-water 
pumps for the condensers. This method of heating the 
feed water maintains it at an average temperature of 210 


deg. A single 12-in. main steam header supplies the tur- 


Fo 


ELECTRIC RAILWAY JOURNAL 


311 


bines and auxiliaries and is supported on pipe racks and 
saddles. 

Two Allis-Chalmers horizontal turbo-generators of 1500- 
kw capacity, generating 2300-volt three-phase current at 25 
cycles, alternately take care of the load, which reaches a 
winter peak of 1700 kw. These turbines are of the con- 
densing type equipped with the manufacturer’s standard 
type C jet condensers, which normally produce 28-in. 
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vacuum. The condensers are also provided with the manu- 
facturer’s standard ‘governor and safety stop. Turbine 
lubrication is obtained through a forced oil-feed system 
controlled by a rotary pump with drains back to the-oil 
reservoir, where the oil is filtered through a close-meshed 
screen. 

The water supply to the condensers is brought into the 
station from Black Hawk Creek, which is about 600 ft. 
away, through two open concrete channels to a point about 
150 ft. from the hot well, where the open channels lead into 
two concrete arches. The cold-water intake is located about 
200 ft. upstream from the hot-water outlet. The hot and 
cold well is situated just outside the station building, where 
the cold water passes through a set of screens to remove any 
drift or sediment. The quality of the water is good for 
condensing purposes, and the summer temperature does not 
exceed 70 deg. Fahr. Condenser circulation is maintained 
by a centrifugal pump driven by a size 246 horizontal Kerr, 
turbine operating at 1130 r.p.m. Atmospheric valves auto- 
matically relieve the turbines when they operate with 
back pressure, or the valves may be opened manually if 
necessary. 

The total load coming to this plant is practically confined 
to that required by the railway; only about I per cent is 
used in lighting the electric amusement park and the village 
of Denver.. The railway load drops off to practically 
nothing after 12 o’clock midnight, as there is only one car 
on the line, and the plant shuts down from 2 a. m. to 5:30 
a.m. The company’s lighting contracts state the hours 
when power will be furnished, so there is no necessity for 
the station being run between the hours stated. The winter 
peak reaches 1700 kw and the summer peak 1400 kw with 
an average load for the year of 650 kw. At the present 
time the generated voltage is stepped up to 22,000 volts, 
but all the electrical equipment in the substations was 
designed for 44,000 volts, which will be used as soon as the 
line from Waterloo to Laporte City is completed. 

Generator field excitation is furnished either by an 
auxiliary exciter driven by an Ideal engine developing 40 
kw at 120 volts and 350 r.p.m., or by a direct-connected 
interpole exciter mounted on the turbine shaft at the gen- 
erator end of each unit. Each exciter is capable of furnish- 
ing excitation for both turbines. The Ideal engine exciter 
circuit has been so arranged at the switchboard that it 
may be connected to the exciter bus or used for pulling the 
power-house light load at night. 

The two turbo-generators operating at 1500 r.p.m. are 
arranged to run in parallel. When the load from the new 
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extension to Laporte City is added to the station it will be 
necessary to take advantage of parallel operation. 
SUBSTATION EQUIPMENT 

The power-house substation equipment includes two 500- 
kw compound-wound rotary converters which deliver 650 
volts d.c. to the switchboard. These two converters are 
operated alternately and assume the load from the city 
railway and interurban lines within a radius of 4 miles of 
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installed in the transformer space back of the switchboard 
and step the generator voltage up to 22,000 volts a.c. for 
transmission purposes. In these transformers, however, 
taps were installed so that the transmission voltage may be 
changed from 22,000 volts to 44,000 volts. The high-tension 
transformers are of the oil-filled, water-cooled type. The 
cooling water is circulated by a gravity system supplied 
from an overhead tank used for general water supply in the 
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Waterloo. Each converter is equipped with a mechanical 
oscillator and is started from the a.c. end, taking a.c. from 
the generator bus at 405 volts. 

The switchboard consists of twenty-six panels made of a 
composition marble. At the present time only fifteen panels 
- have been equipped with switches and recording instru- 
ments. All instruments are of the horizontal edgewise de- 
sign except the integrating wattmeter, which is Westing- 
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house standard. The circuit breakers in the 650-volt d.c. 
feeder circuit and the oil switches in the high-tension trans- 
mission circuit are electrically operated. 

Three delta-connected self-cooled 175-kva transformers 
serve the rotary converters. They have been installed in 
an archway formed under each converter foundation and 
step down the generator voltage from 2300 volts to 405 
volts. Three 500-kw high-tension transformers have been 


boiler room. The transmission lines have been protected 
with electrolytic lightning arresters, installed outside the 
station building on a concrete platform especially provided 
for them. The d.c. lines have been equipped for the same 
type of lightning arresters. : 

All station wiring is carried in steel conduit in sizes up 
to 4 in. imbedded in the concrete floors and foundations, 
except the transmission lines, which pass from the trans- 
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formers to pipe racks and thence through porcelain en- 
trance tubes set in the station walls to the transmission lines 
outside the station. a 
The transmission line from the Waterloo generating 
station leads to 400-kw substations at Cedar Falls and 
Denver. It also supplies a.c. to an old 150-kw substation at 
Glasgow, which feeds a portion of the Waterloo-Denver 
line. This substation will be replaced with one of standard 
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design, and the capacity will be increased to 400 kw. Two 
new 500-kw stations will be built on the new extension, one 
at Gilbertville and the other at Laporte City. The standard 
substation equipment is similar to that installed at the gen- 
erating station, except that there is some variation in the 
sizes and types of rotaries. All substations are equipped 
with electrolytic lightning arresters on the high-tension side, 
and at the present time the d.c. lines are protected with 
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water-tank arresters of Westinghouse design. These d.c. 
arresters will be replaced by the electrolytic type in the near 
future. One of these substations, that at Denver, which is 
combined with a freight and passenger station, was shown 
in plan in the last issue of this paper. 

The power station described in this article and the sub- 
stations described in the article last week were designed 
and constructed by the engineering department of the 
Waterloo, Cedar Falls & Northern Railway. 


A NEW FORM OF COMPANY 


The bill to incorporate the Capital City Subway Com- 
pany, introduced in the Senate of the United States Aug. 
8 by Mr. Johnson, of Alabama, and referred to the com- 
mittee on the District of Columbia, is interesting to elec- 
tric railway companies from several points of view. In 
the first place, it provides for the incorporation of a com- 
pany to construct and operate a street railway system, by 
means of a subway, in certain principal thoroughfares in 
Washington, including Pennsylvania Avenue, from the 
United States Capitol grounds to Treasury Street. In the 
second place, it provides for capital stock without any par 


_value as suggested by the Federal Railroad Securities Com- 


mission, of which President Hadley of Yale was chair- 
man. In the third place, it provides for a varying rate of 
return on capital value as suggested by Oscar T. Crosby in 
the bill urged by him before the Senate committee on 
interstate commerce and described in the Evecrkic Ratt- 
way JourNnat for July 20, 1912. The proposed incorpo- 
rators of the company are Herbert F. L. Allen, Joseph 
A. Burkhart, Horace H. Lurton, Jr., Charles R. Ridenour, 
Charles A. Brecons and Charles L. Gulick, all of the Dis- 
trict of Columbia. 

Section 8, referring to the capital stock of the company, 
and Sections 12 to 14, referring to the capital returns of 
the company, follow: 

“Section 8. That the capital stock of said company shall 


consist of 200,000 shares, each of equal earning value, but 
said shares of capital stock shall be without nominal par 
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value. The said company shall be required, before com- 
mencing the construction Of either of the railways pro- 
vided for in this charter, to give bond to the District of 
Columbia in such sum, not exceeding ro per cent of the 
estimated cost of the work of construction of each of said 
roads, as may be required by the commissioners of the 
District of Columbia, and with such surety or sureties as 
shall be approved by said commissioners. Shares of capi- 
tal stock may be sold at any time upon the determination 
thereto by the board of directors of said company at such 
rate per share as the said directors may determine. 

“Section 12. That the allowable returns of the capital 
invested of said subway enterprise and said surface rail- 
way enterprise shall be 10 per cent on the amount of capi- 
tal value which may be engaged in the company’s affairs 
from the beginning of its operations up to the period of 
five years thereafter. 

“In respect to capital value invested by the company, 
and with respect to capital value invested five years after 
the date of the beginning of its operations, the allowable 
returns shall be fixed according to the following schedule: 


Average rate actually earned on 
outstanding stock or on out- 
standing capital value during 
five-year period previous to new 
investments whose rate of re- 
turn is to be determined. 

1 


Rate of return allowable on new 
or additional capital value. 


0 7 
9 7 
8 8 
7 9 
6 10 
a 1] 
4 12 
3 13 
2 14 
1 15 
0 15 


“Section 13. That for the purpose of this act the words 
‘allowable returns to capital’ or ‘earned dividends’ shall be 
interpreted as identifying the sum left over after the sub- 
traction from the gross receipts of the company within any 
period in question of a sum made up of the following ele- 
ments: 


“(a) Operating expenses and operation accounts as may 
be defined by the Interstate Commerce Commission. 


“(b) Taxes lawfully levied by national and District of 
Columbia authorities and paid by the company. 


“(c) Interest and sinking funds in all debts. 

“For the purpose of this act the words ‘capital value’ 
shall be construed as meaning that value which shall be 
made up of the following elements: 


“(a) All cash invested in the subway railway system 
or the surface street railway system business of said com- 
panies, whether from the proceeds of loans or from the 
sale of shares of any description. 


“(b) All cash values of services rendered to said sub- 
way railway system or said street surface railway system 
for its corporate purposes, and all cash values of property, 
corporal or incorporal, belonging to or used by said com- 
panies, or either of them, for its or their proper corporate 
purposes. 

“Section 14. That at the end of each five-year period 
following the beginning of operations an accounting shall 
be made by said company to said Interstate Commerce 
Commission of the average earnings on stock or returns to 
capital as defined in this act, and if they be found to be 
greater than those allowed by this act, any such surplus 
shall be disposed of as follows: 

“One-half of said surplus shall be distributed, according 
to regulations and restrictions to be determined by the 
commission, among all the salaried employees of the com- 
pany in question who shall have been in its employ for a 
period of one year or more during the five-year period in 
question. The other half of said surplus shall be paid into 
the treasury of the United States and placed to the credit 
of the government of the District of Columbia.” 
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Decision in the Milwaukee Fare Case 


Finding of the Railroad Commission Directs the Sale of Thirteen Tickets for 50 Cents—Company Will Probably Apply 
for a Judicial Review, as Acceptance of Order Would Set Aside Terms of City Franchise 


Decisions in various cases affecting The Milwaukee 
Electric Railway & Light Company and the Milwaukee 
Light, Heat & Traction Company were announced by the 
Railroad Commission of Wisconsin on Aug. 24. The most 
important of the cases is that in which the city of Milwaukee 
asked for a fare of 3 cents. The order of the commission 
directs the company to establish a rate of thirteen tickets 
for 50 cents, or twenty-six tickets for $1, in lieu of the 
present ticket rate of twenty-five rides for $1. The other 
decisions were principally in cases where an extension of 
the length of haul for a single fare was asked by com- 
munities outside of the city of Milwaukee. In one of the 
cases the commission decided that it would not order the 
company to issue transfers on transfers. 

A statement issued by James D. Mortimer, president and 
general manager of the companies, which follows the 
abstract of the decision published herewith, indicates the 
probability that a judicial review of the order will be asked. 

The decision of the commission was signed by the three 
members of the commission, John H. Roemer, chairman; 
Halford Erickson and David Harlowe. 

ISSUES BEFORE THE COMMISSION 

In its introduction the commission says: 

“Both city and company have employed the highest ac- 
counting skill to prepare financial exhibits, and months 
have been spent in elaborate and careful audit of the com- 
pany’s books. The determination of the value of the rail- 
way property used and useful, comprising as it does some 
fourteen power plants and substations, some 598 cars and 
some 350 miles of single track, much of which has been put 
to uses other than urban transportation business in Mil- 
waukee, has been an exceedingly difficult task. In parts the 
testimony has been involved, obscure and frequently con- 
tradictory, and this has necessitated further examination 
and sifting by the accountants and engineers of the commis- 
sion. Much of the thorough preparation, it must be stated, 
has been made possible by the assistance and co-operation 
of the company’s officials. 

“The effect of determination of these questions is of 
great importance to both the city of Milwaukee and the 
company. ‘The city in its brief admits that a 3-cent fare 
would result in a decrease in the company’s revenues of 
$723,000. The company claims that the substitution of a 
schedule of seven tickets instead of six tickets for a quar- 
ter will reduce revenues $380,000 per annum. Nor can the 
importance of the case be measured by the amount of 
money involved. Counsel for the company in its pleading 
point out, and rightly so, the danger of jeopardizing good 
service with lower fares; counsel for the city lay stress 
upon the effects upon the public health and well-being of 
relieving the congestion of population and distributing the 
people in the roomy outskirts of the city. 

“The jurisdiction of the commission in this matter is not 
disputed. The Railroad Commission law provides that the 
charge made for any service rendered or to be rendered in 
the transportation of persons or property or for any service 
in connection therewith shall be reasonable and just, and 
prohibits and declares unlawful every unjust and unrea- 
sonable charge for such service. The Railroad Commis- 
. Sion is empowered to carry out the provisions of this law 
by holding hearings, conducting investigations and: deter- 
mining and establishing reasonable charges. Chapter: 582 
of the Laws of 1907 makes electric railways particularly 
subject to the Railroad Commission law. Some issue is 
raised as to whether the city ordinance, granting an exten- 


sion of franchise to 1934 and providing a rate of charge 
of six tickets for a quarter or twenty-five tickets for a dol- 
lar, is not a contract between the city and company which 
cannot be violated, altered or amended without the consent 
of either party. This issue is, however, not pressing in 
view of the decisions of our Supreme Court that the pro- 
visions of such ordinances relating to limitations of rate of 
fare are subject to the determination as to reasonableness 
by the Railroad Commission as provided by Chapter 362, 
Laws of 1905.” 
RELATIONS BETWEEN THE PROPERTIES 

The decision then gives a history of the organization of 
the property, leading through the various predecessor sys- 
tems to the present Milwaukee Electric Railway & Light 
Company and Milwaukee Light, Heat & Traction Company. 

“It appears to have been the original purpose of this 
dual corporation,” the decision says, “to keep entirely sep- 
arate the traction business within the city of Milwaukee 
from that conducted without the geographical limits of 
Milwaukee, and with many of the changes of city limits 
there is noted a transfer of property from the traction to the 
city company. With the extension of single-fare limits be- 
yond the city limits, it again seems to have been the pur- 
pose to restrict what is the traction company to property 
owned beyond such limits. This distinction has, however, 
not been closely adhered to, for the inventory of property 
of date Dec. 31, 1909, clearly shows property the title of 
which is vested in the traction company within the single- 
fare limits and property belonging to the city company out- 
side of the single-fare limits. 

“The ownership of the two properties is practically iden- 
tical. At the present time the traction company owns all 
of the common stock and control of the city company. The 
city company in turn owns one-tenth of the common stock 
of the traction company, and the North American Company 
of New Jersey owns nine-tenths of the common stock and 
control of the traction company. Where formerly the city 
company was the parent organization it is now a subsidiary 
corporation. 

“As an operating concern the two properties may be said 
to be identical. 

“Whether or not these arrangements as to property own- 
ership, control and operation are prejudicial to the interest 
of the Milwaukee urban passenger is an open question and 
one of considerable importance in this case.” 

VALUE OF THE PROPERTY | 

The decision takes up the question of the value of prop- 
erty as the most important single factor affecting the de- 
termination of whether the company’s present rate of fare 
is unreasonable and excessive. 

After a statement of the claims respecting the valuation 
to be accepted as of 1897, the commission says: . 

“The value of a plant and its business that is ultimately 
found to be fair and equitable under the circumstances may 
not agree either with the original cost or with the cost of 
reproduction, but in most instances it is likely to be found 
at some figure in the neighborhood of these costs. Oper- 
ators in public utilities who fail to use ordinary business 
judgment either in the location, construction or manage-_ 
ment of the same, or who incur unnecessary and excessive 
obligations in other ways, should not be permitted to shift 
such extra costs upon the public. It is, in fact, to pre 
such shifting and other unfair practices of this kind, whi 
are possible under monopolistic conditions, that public u 
ities have been placed under government regulation, 
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“That the fair value of utilities as*thus outlined can 
hardly be safely measured by the security transactions de- 
scribed would seem to be quite clear. 

' “The facts presented indicate that Jan. 1, 1897, the orig- 
inal cost and the cost of reproduction of the plant in question 
here, and its business, were not far apart; that the cost 
new, less depreciation of the physical property, alone 
amounted to some $3,500,000; that the cost of the business 
alone of this plant was something less than $400,000, and 
that the losses because of discarded property due to the de- 
velopment in the art or progress in the business had occa- 
sioned a loss of property that would measure up to $1,000,- 
ooo if not more. What has been said indicates further 
that these are the principal factors that, on equitable 
grounds, are entitled to consideration in the appraisal of 
this plant.” 

ADDITIONS TO RAILWAY PROPERTY 

Regarding additions to the railway property from Jan. 1, 
1897, to Dec. 31, 1906, the decision says: “The company’s 
financial records for the period under review have been 
critically examined by the accountants employed by the 
city, Barrow, Wade, Guthrie & Company, and these re- 
sults in turn have been carefully checked by the account- 
ants for the company, Dickinson, Wilmot & Sterrett. The 
net additions to railway property according to the city 
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praisal yields a cost of reproduction new of the traction 
property used and useful in Milwaukee of $8,931,317 and 
a depreciated or existing value of $6,742,271. The second 
valuation, of date Jan. 1, 1910, was completed after the 
attorney’s briefs were submitted and yields a cost of re- 
production new of $10,179,167 and an existing value of 
$7,615,992. 

“Many of the objections raised to the appraisal of Jan. 1, 
1907, have been met and disposed of in the light of addi- 
tional examination and evidence in:the appraisal of Jan. 1, 
1910. As regards omitted items or unusual difficulties in 
construction it should be pointed out that both appraisals 
have been made in great detail and with full access to com- 
pany’s property and records of construction and after many 
conferences with officials actually in charge of the con- 
struction work. If omissions of tangible property have 
occurred it is probable that the company’s constructing 
engineers are fully acquainted with the resulting detailed 
valuation and have not been aware of such omissions. As 
regards the unit costs used in appraising the inventory it is 
tc be noted that these are in most instances five-year aver- 
age prices designed to include contractors’ and sub-con- 
tractors’ commissions, the enhanced cost of piecemeal as 
compared with continuous construction and the cost of 
handling material and labor until both items enter into the 


TaBLE I.—ComparRIson or TypicaL Unit Costs USED IN APPRAISAL OF STRAIGHT TRACK 


Staff’s Estimates Clark’s 
Valuation of T.M. Appraisal 
Dec. 31, E.R.& L. of T.M.E. 
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Staff's Valuation Valuation Valuation Valuation Valuation Cleveland 
Valuation of Chic. of Chic. of Cal. Detroit Chicago Electric, 
Dec. 31, Un. Trac. City Ry. Elec. Ry. Un. Ry. Con. Trac. 1908. 
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accountants’ original figures, contained in their report for 
the ten-year period, aggregate $5,489,187. Those of the 
company’s accountants aggregate $5,432,868. This differ- 
ence is due to the erroneous placing of $56,319 in the sum- 
mary statement presented by the city’s accountants.” 

After a review of some of the claims of opposing coun- 
sel in detail the conclusion of the commission on this point 
is as follows: 

“Accepting the investment of tangible property on Jan. 1, 
1897, as $4,488,408.25, the additions from 1897 to 1906, in- 
clusive, as $4,240,040, and additions from Jan. I, 1907, to 
Jan. 1, 1911, as $1,780,706, the total investment in tangible 
property of the respondent company is found to aggregate 
$10,509,155. The total investment in tangible property on 
Jan. 1, 1910, the date of the appraisal, is found to be 
$9,937,079.” : 

APPRAISED VALUE 

Regarding appraised value the commission says: 

“Two appraisals were made of the property of The Mil- 
waukee Electric Railway & Light Company and the Mil- 
waukee Light, Heat & Traction Company and are submitted 


by the engineer of the commission. The first of these, of 


_ date Jan. 1, 1907, was offered in evidence prior to the hear- 
ing and became the basis of criticisms and suggestions 
offered by the city’s and company’s witnesses. This ap- 


actual construction. Comparison with company’s detailed 
construction vouchers discloses many instances where the 
investment unit prices fall below the appraised value cost 
of reproduction new. 

“In addition to the collaboration with the company’s of- 
ficials the criticisms of the consulting engineers who tes- 
tified at the hearings as to the results of the 1907 appraisal 
have been carefully examined into prior to making the re- 
vised, or 1910, appraisal. The principal objection of Prof. 
Mortimer E. Cooley, of the University of Michigan, is that 
the appraisal of track and track structures was too low and 
it is suggested that 50 per cent is properly added to this 
portion of the total value to effect a normal appraisal. This 
item is one of considerable importance as straight track 
alone aggregates $1,711,732 of the total value exclusive of 
percentage additions for 1910, or $8,752,506. It is noted 
from the last engineer’s report that where the unit price 
per average mile of single track was $10,008 in the 1907 
appraisal this has been increased to $15,240 in the 1910 
appraisal, a figure somewhat in excess of Professor Cooley’s 
estimate. A similar criticism is made by the company’s 
witness, Milton G. Starrett, of New York City. The unit 
cost of 7-in., 95-lb. rail in concrete, the company’s standard 
construction, is given by Mr. Starrett as $15,734 per mile. 
In the engineer’s appraisal of 1910 this particular type is 


31€ 


valued at $16,213 per mile. Similarly, 6-in., 72-lb. rail in 
concrete type of construction is estimated as $14,076 by Mr. 
Starrett and placed at $14,336 in the engineer’s 1910 ap- 
praisal. 

“That the revised appraisal has been based upon unit 
prices which do not underestimate the actual costs involved 
in street railroad construction is evident from a comparison 
of the prices employed by the engineer’s staff with the 
prices obtained from company’s construction vouchers and 
prices used in traction appraisals such as were made in 
Chicago, Cleveland and Detroit. The comparative state- 
ment given in Table I, published on page 315, covering the 
item straight track, is typical. 

“The total value of the traction property of both The 
Milwaukee Electric Railway & Light Company and the 
Milwaukee Light, Heat & Traction Company aggregates 
$12,394,031 cost of reproduction new. Of this amount 
$8,931,317 is property the title to which lies in the city 
company and $3,462,714 is property the title to which 
lies in the traction company. The depreciated or present 
values aggregate $6,742,271 and $2,911,030, respectively. 
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carhouses and rolling stock and power output devoted to 
outside operations by crediting the city company earnings 
with a sing!e fare within the single-fare area. 

“The total cost of reproduction new of property used and 
useful for railway service, aggregating $15,936,340, is ap- 
portioned as between urban railway service, suburban serv- 
ice, interurban railway service and local service in Racine 
and Watertown. To obtain this estimate land and buildings 
have been apportioned upon the relative floor space devoted 
to the separate services; carhouses and their sites have 
been apportioned upon the basis of number of operating 
cars stored; power plants and substations and their sites 
have been apportioned upon the basis of electric and me- 
chanical equipment contained in the buildings and upon the 
basis of output for the various services; shops, foundries 
and stables have been apportioned upon the basis of the 
total car miles for various services; roadway, track and 
paving have been apportioned as actually used—where, 
however, such equipment is utilized for two or more serv- 
ices the apportionment has been made upon the basis of 
tributary car miles; transmission and distribution system 


Taste IJ.—SumMary oF PuysicaL VALUATION OF THE MILWAUKEE Exectric Raitway & Licht Company, MirwauKerE Licut, Heat & TRacTION COMPANY 
AND MILWAUKEE CENTRAL HEATING COMPANY. s 


Of Date Jan. 1, 1910. 


Engineer of the Commission. 


T. M, BE. R. & L.—147.002 Miles of Single Track. M.L., H. & T. Co—229.173 Miles of Single Track. M.C. H. Co. 
Railway otals, Railway. t{Totals. Heating. 
Cost Present Cost Present Cost Present Cost Present Cost Present 
New Value. New Value. New. Value. New. Value. New . Value. 
Item: 
GA) atid <a siaceveceiel sree we vieteterise $529,200 $529,200 $1,308,200 $1,308,200 $361,311 $361,311 $481,069 $481,069 «saia8) Wee 
(Et) ROAdWAR ss vse Rates AOL. OO LP eae. 2oe Dio20,000 1°533,224 3,079,419 2,542,365 3,091,986) 925549) 995) ae 
(C) Transmission and distribu- 
COO: oss Ces ia pene 1,150,925. 1,010,232 3,280,397 2,756,083 731,033 643,620 1,059,392 917,991 $532,723 $527,939 
(D) Buildings, fixtures and 
SEOTIICS tnei er, ote o cketa ate tee eae 1,003,546 902,156 1,969,888 1,649,705 122,097 107,372 171,530 138,195) <s.c Serene 
(E) Power plant equipment... 815,601 607,811 2,163,454 1,450,795 258,644 186,209 444,159 296,649 7,390 6,651 
(F) Rolling stock and equip- 
STIOD bits. xc 0-24 cheie o cheehorsises vets 4 2,402,549 1,533,478 2,476,810 1,590,883 789,179 614,153 791,015 615,336 854 523 
CG) Ravi ac, else neni $27,054 347,856 539,504 356,073 132,900 106,319 134,415 107,531 21,933 21,494 
LOtAL AN tO\Gs ne cc cients $8,752,506 $6,463,957 $14,061,884 $10,644,963 $5,474,583 $4,561,349 $6,173,566 $5,106,764 $562,900 $556,607 


Overhead, 12 per cent......... 1,050,301 775,675 1,687,426 
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656,950 547,362 740,828 612,811 67,548 66,793 


Total—A to G*........... 


(H) Materials and supplies... . 376,360 376,360 592,159 


$9,802,807 $7,239,632 $15,749,310 $11,922,359 $6,133,533 $5,108,711 $6,914,394 $5,719,575 $630,448 $623,400 
587,129 1,500 


1,500 6,551 6,202 16,500 16,500 


MUCUS tcteistareiefateleraici sue Sttictats $10,179,167 $7,615,992 $16,341,469 $12,509,488 $6,133,033 $5,110,211 $6,920,945 $5,725,777 $646,948 $639,900 


*Overhead charges included. 
commercial power, investment and non-operating. 


“In Table II there is summarized the appraised value of 
The Milwaukee Electric Railway & Light Company, the 
Milwaukee Light, Heat & Traction Company and the Mil- 
waukee Central Heating Company as of Jan. 1, 1910. The 
division of this property as between the city company and 
the traction company has been made upon the basis of 
actual ownership, and the only approximate or arbitrary 
apportionments occur where property is used jointly for 
railway, lighting and heating business. It will be noted 
that the total value of the property of The Milwaukee 
Electric Railway & Light Company is placed at $15,749,310. 
Of this amount $9,802,807 is the appraised value of prop- 
erty used and useful for railway purposes; $4,451,619 is the 
appraised value of property used for light and commercial 
power service; $103,059 is the property the title to which 
lies in The Milwaukee Electric Railway & Light Company, 
used and useful for heating service; $431,760 investment 
consists of non-revenue-producing property, such as vacant 
space in the Public Service Building and land held as in- 
ventment; $1,260,065 consists of non-operating property. 
The total appraised cost of reproduction new of the Mil- 
waukee Light, Heat & Traction Company is placed at 
$6,914,394 and of the Milwaukee Central Heating Company 
at $630,448, The total value of railway property useful for 
‘traction service, whether of an urban, suburban or inter- 
urban nature, is $15,936,340. 

“The property of The Milwaukee Electric Railway & 
Light Company is used for urban service, for suburban 
service within the city limits and for interurban service 
within the city limits. Compensation is made for the track, 


fIncluding railway, light and commercial power, heat, investment and non-operating. 


tIncluding railway, light and 


has been apportioned as actually used, joint equipment be- 
ing apportioned upon the tributary car-mile basis; mechan- 
ical and electrical equipment has been apportioned to the 
various services on the basis of station output. 

“The company contends that the entire cost of pavement 
laid above conduit and track is to be included in the va!- 
uation upon the basis of cost of reproduction new. In the 
valuation of date Jan. 1, 1907, the paving item, aggregat- 
ing $823,872, includes all paving irrespective of whether 
such paving has been laid by the city or by the company. 
Heretofore, in cases before the commission, only the actual 
paving laid by the company has been included in the value 
for rate-making purposes, and we see no reason for depar- 
ture from that rule in the present case. a 

“Apart from the expense of labor and material incurred 
in constructing the plant, many additional costs must be 
met which do not appear in the appraiser’s inventory of 
tangible property. Among these are the expenses of or- 
ganization preliminary to the construction of the property, 
usually consisting of engineering and legal expenses; the 
expenses of supervising, including the wages of all con- | 
tractors, superintendents and necessary administrative or- 
ganization; contingent costs due to loss in time, material 
and unexpected obstacles occurring during the progress of 
construction, and, finally, the expense of financing the con- 
struction, consisting principally of interest on money ad 
vanced prior to operation. Construction costs of this cha 
acter are analogous to the overhead or expense burden e 
countered in analysis of operating costs. Allowances fot 
such expenditures are usually made in appraisals of pt 
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utility properties and have in all instances been made by 
this commission. 

“The amount of such a percentage allowance has fre- 
quently been made a matter of dispute and is a controverted 
point in the present case. In previous decisions as to the 
appraised value of property involved in cases relating to 
compensation at time of purchase, valuation for stocks and 
bonds and reasonable rates, the addition has not exceeded 
12 per cent of the priced inventory. 

“An examination of some thirty cases: covering actual 
expenditures for construction of public utility properties, 
especially electric railway and lighting properties, suggests 
that such allowances are not unreasonable. From a careful 
study of these cases it appears that the overhead costs, in 
addition to the expenditures for specific construction to 
cover such items as engineering and superintendence, or- 
ganization, legal expenses and interest during construction, 
average 10.13 per cent and range from 4.12 per cent to 
23.43 per cent. These results are actual costs and hence 
do not include an allowance for contingencies. Some of 
the individual percentages are low by reason of the fact 
that a portion of the cost of supervision of extensions has 
been borne by operation instead of being a charge to con- 
struction. 

“In the present case the reasonableness of the addition 
to the appraised value must be determined not so much 
upon the basis of comparison as in the light of local cir- 
cumstances. It is noted from an examination of the books 
that by far the greater portion of the company’s property 
has been built as extensions to the original street railway 
system, and that the larger portion of the cost of supervis- 
ing and planning these extensions has been included as a 
portion of operating expenses. It is noted also from an 
examination of the inventories submitted that a large 
amount of stores and supplies included as working capital 
upon which a reasonable return is allowed is material that 
ultimately enters into construction. 

“In addition, the fact must not be lost sight of that both 
the appraisal and re-appraisal have been submitted in de- 
tail and have no doubt been critically examined and com- 
pared with the company’s own complete record of physical 
plant. It seems reasonable to assume that in an appraise- 
ment conducted under those conditions the element of con- 
tingencies of inventories has been reduced to a minimum, 
and that the allowance of 3 per cent is a sufficient addition 
to add to the cost of physical property to cover contin- 
gencies. 

“As regards the allowance for interest, which has been 
placed by the engineer at 3 per cent, it is concluded that such 
an addition to plant is not unreasonable in light of the 
allowance for working capital and the fact that construc- 
tion has been piecemeal and frequently placed in opera- 
tion during the year of construction. No serious question 


_is raised as to the allowance of 4 per cent to cover engi- 


neering and superintendence and the allowance of 2 per 
cent to cover organization and legal expenses, and in exami- 
nation of the book figures these additions appear to be 


‘ample. 


“Tn the conflicting estimates of what are proper overhead 
additions confusion has evidently arisen as to the purpose 
of the appraisal. If the point of view is one of reproduc- 
ing a hypothetical or identical plant the overhead cost is 
concededly greater than if the appraisal is one of repro- 
ducing or estimating company’s cost or sacrifice in building 
up the property. 

“The question is somewhat akin to the controversy as 
to the inclusion of paving which has not been paid for by 
the utility upon the ground that its inclusion is necessary 
in the reproduction of a hypothetical or identical plant. 
Undoubtedly in appraisements for rate-making purposes 
judicial notice must be taken as to whether additional allow- 
ances stich as those in question have been included in oper- 


_ating expenses and have been borne by the consumer, * 
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“For the reasons elaborated’ we find no reason for de- 
parting from the revised findings of the engineer as to the 
appraisal of the traction property of the city company as 
of date Jan. 1, 1910. The cost of reproduction new of the 
property is placed at $9,942,125 and the existing or depre- 
ciated va:ue will not amount to more than $7,378,950, or 
74.22 per cent of the value new. The appraisal of mate- 
rials and supplies is later included in our finding as a por- 
tion of the working capital of the property. 

“Similarly the appraised cost of reproduction and exist- 
ing value new of the traction company railway property 
are placed at $6,133,533 and $5,108,711, respectively.” 

GOING VALUE 

The commission concedes that in addition to the value of 
the tangible property some allowance is made properly be- 
fore the property has been placed upon a paying basis.’ 
After reviewing the evidence and information affecting go- 
ing value, it concludes in part as follows: 

~The computations of earning value indicate that the com- 
pany has within the past earned sufficient revenue under 
its rates of fare to care for operating expenses, a reason- 
able allowance for depreciation and a reasonable allowance 
for interest and profit, and that the excesses over these 
amounts have been sufficient to wipe out early losses sus- 
tained in building up the business. In brief, after making 
such revisions in property’ values and net earnings as ap- 
pear proper from the evidence, no going value is devel- 
oped upon the ‘losses and deficits’ or earning value basis 
as elaborated by Professor Cooley and as developed i in pre- 
vious decisions of the commission. ; 

“The burden of the company’s claim is, however, that 
losses have undoubtedly been sustained in the past and that 
the company is entitled to some amount in addition to the 
bare physical investment to cover the value of property 
harmonizing and co-ordinating the traction system to the 
needs of the city. 

“Aside from an arbitrary percentage which must have 
some basis in fact the measure of going value must be made 
either upon the basis of cost or upon the basis of an esti- 
mate of a reproductive value. Upon the basis of cost in- 
stances frequently occur where past surpluses have offset 
and wiped out past losses. Upon the basis of a reproduced 
plant a going value will be developed in every case de- 
pendent largely upon the liberality of estimate. 

“Following the suggested process of Professor Cooley 
an estimate has been made of the cost of reproducing a 
going value. Necessarily the comparative plant method 
rests upon a series of assumptions the reasonableness of 
which must be determined separately. 

“Based upon the assumptions outlined for this case a 
going value of the street railway property of The Mil- 
waukee Electric Railway & Light Company is computed at 
$436,235. Upon the altered assumptions that six years are 
necessary for construction work and that the plant will 
yield the revised earning power at the beginning of the 
eighth year, that during the five years of operation operat- 
ing revenues will aggregate 18, 20, 22, 23 and 24 cents per 
car mile respectively, a going value is obtained as of $470,- 
290. In fact, under the conditions imposed that only neces- 
sary construction be undertaken prior to operation and that 
additional construction keep pace with gross earnings, the 
going value for any assumed period of time will not mate- 
rially exceed this latter figure. 

“The going cost basis has been variously criticised by 
many upon the ground that its estimates are too liberal, 
by others that it results in negative values and takes rec- 
egnition of the utility’s past financial history. Its obvious 
merit lies in the fact that it assumes that the relations of 
users and utility have at all times been placed upon an 
equitable basis. Upon this assumption the opportunity has_ 
already been granted the company to recoup itself for those. 
elements of added value in a rate case which undoubtedly. 
existed in 1897. 
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“The comparative. plant//basis/is:open to the objection 
that it is based upon a large numberof) varying! assump- 
tions involving practically every factor in the calculation. 
Its greatest point of weakness is the assumptions made 
with regard to earning power. It is not certain that gross 
earnings will show a uniform increase year by year. We 
are not warranted in assuming that rates will remain the 
same or that the company shall increase its net earnings 
until they yield present revenues. In fact, in a determina- 
tion of whether present earning power is equitable no por- 
tion of the rate should be based upon present earning 
power as a factor. There is no reason for assuming, more- 
over, that gross earnings will not continue to increase when 
present earnings have been reached and continue to offset 
the earlier losses. Some of these objections have been 
obviated by the care with which the arbitrary assumptions 
made in determining going value have been based upon 
the company’s conditions of operation. 


“In the present case the amounts disclosed in our com- 


putation, aggregating about $450,000, may be said to rep- 
resent the maximum amount which in the light of the com- 
pany’s past financial conditions may properly be perma- 
nently placed as a part of the value of the property used 
and useful for rate-making purposes.” 

DISCOUNT ON BONDS 

On this subject the decision says in part: 

“Whether or not the discount rate is to be included as 
a portion of the property account will depend upon interest 
rate allowed the utility. It is obvious that a 4 per cent 
bond cannot be expected to sell at the same premium as a 
6 per cent security, and the amount of the interest rate 
allowed the utility must determine whether or not the dis- 
count is to be included. In the present case it appears that 
the allowance for interest and profit is ample to allow for 
all expenses of the sales and discount upon the securities 
issued.” 

WORKING CAPITAL 

In regard to working capital the commission says: 

“From the engineer's appraisal it is noted that there was 
on hand Jan. 1, 1910, $376,360 in stores and supplies for 
railway purposes. This item already includes material nec- 
sary for a reasonable amount of new additions. To this 
amount there should be added from $150,000 to $200,000 
to cover other additional working capital for operation and 
construction purposes.” 

SUMMARY OF FACTORS FOR CONSIDERATION 

Factors which should be considered as of Jan. 1, 1910, 
are, the commission says, as follows: 

“The fair original cost of the so-called physical property, 
based upon the records and books of the company, as ex- 
amined and adjusted, amounts to about $9,937,079. The 
original cost of the business of the plants as reptesented 
by the deficits or amounts by which in the earlier years 
from 1891 on the company failed to earn what might be 
regarded as reasonable amounts for operating expenses, in- 
cluding depreciation and interest and profit on such fair 
costs of the property, would not seem greatly to exceed 
$500,000. 

“The cost of reproduction new of the physical property 
aggregates about $9,942,125. The cost of reproduction new 
less depreciation of this property amounts to about $7,378,- 
950. This difference between the cost new and the present 
value, or the depreciation that has taken place in the prop- 
erty, is largely or to the extent of about $1,839,000 offset 
by a depreciation fund which is. partly covered by securities 
and partly by property, and which goes with the property 
and plant. : 

“The difference between the original cost and the cost of 
reproduction new as obtained from the above figures is con- 
siderably reduced by the fact that the latter cost includes 
.the appreciation on the value of the real estate, which up 
to Jan. I, 1907, amounted to about $264,026, as well as other 
items represented by work in process of construction! |’ 
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“The working capital should not exceed the'cost of) the 
materials and supplies and the cash ordinarily carried for 
this purpose, which amounts to about $350,000 and $150,000, 
respectively. “In fact, an amount that is somewhat less than 
this would probably be sufficient. The cost of the business 
alone or of the so-called going value appears to be fully 
covered by from $450,000 to $500,000. 

“The total value upon which the calculations for 1910 
have thus been based aggregates about $10,300,000, and this 
sum would not seem to be far away from the amount upon 
which the respondent is entitled to reasonable returns. 

“Similar investigations into the value of the plant and the 
business of the Milwaukee Light, Heat & Traction Com- 
pany show that for the physical property the original cost 
as per the books and records of the company amounted to 
about $7,490,831; that the cost of reproduction new of this 
property foots up to $6,133,033; that the cost new less de- 
preciation of this property stands at about $5,110,211. It 
was further found that the cost of the business of this 
company as represented by its deficits from operation dur- 
ing the development period foots up to not far from $630,- 
985; that it carries a working capital of about $100,000. 
From these facts it would seem that the cost value of this 
plant and its business cannot greatly exceed $6,133,033, its 
cost of reproduction new.” 

APPORTIONMENT OF OPERATING EXPENSES BETWEEN CITY, 
URBAN AND INTERURBAN RAILWAY BUSINESS 

A complete analysis of the method of apportionment is 
given by the commission. A summary of some of the 
points follows: 

“Summarizing the conclusions of fact relative to general 
and reserve expenses borne jointly by the railway, light 
and heating businesses and by The Milwaukee Electric 
Railway & Light Company, the Milwaukee Light, Heat & 
Traction Company and the Milwaukee Central Heating 
Company, it appears: 

“(1) That the amount of executive and general expenses 
charged as railway upon the books of the company is evi- 
dently not an unreasonable part of the expense burden 
properly shared by the traction business, 

“(2) That the contributions of railway business to the 
reserves for legal expenses and for fire insurance are evi- 
dently not excessive and that reserves aggregating, re- 
spectively, $1,344 debit and $571,756, on Jan. I, 1912, are 
not unreasonable. 

“(3) That the contribution of railway business to the 
injuries and damages reserve, aggregating 4 per cent of 
gross earnings, is excessive, and that an allowance of 3.5 | 
per cent is sufficient and would have resulted in an unex- 
pended reserve of $279,175 on Jan. I, 1912. | 

“(4) That the contribution of railway business to the 
reserve for contingencies, aggregating 34 per cent of gross 
earnings in 1908 and \% per cent of gross earnings in 1909, 
19t0 and rg11, and similar contributions to reserve of pro- 
motion of business, railway, have not been justified and ac- 
cordingly only the actual charges debited to such a reserve 
have been allowed. ' vo 

“(5) That following the rule of apportioning expense 
burden outlined in previous cases before the commission 
all executive and general expenses are properly apportioned 
as between The Milwaukee Electric Railway & Light Com- 
pany and the Milwaukee Light, Heat & Traction Company — 
upon the basis of total direct expenses. 

APPORTIONMENT OF POWER PLANT EXPENSE ' 

“Covering the entire range of testimony and estimate, 
the following conclusions of fact may be made relative to 
power plant costs applicable to Milwaukee street railway 

ae 


business: 


“(1) That the company’s rule of separation between 
lighting and railway business is fair and, if anything, som 
what favorable. to the railway business, due to the incr 
of railway demands upon the central sta 

ie! 


ing importance 
peak.’ a 
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“(2) That company’s rule of apportionment:of that por- 
tion of power plant designated as railway upon a car-hour 
basis practically assumes uniformity of current consump- 
tion for each car-hour unit irrespective of type of car and 
a constant cost of current per kw-hr. irrespective of place 
of delivery. 

“(3) That under company’s rule such a charge for The 
Milwaukee Electric Railway & Light Company business 
aggregates about 85 per cent of the total” ‘and amounted in 
1909 to $302,479. 

“(4) That, assuming a constant cost of current and bas- 
ing the separation upon a ton-mile rather than a car-hour 
basis, such an amount will aggregate about 78 per cent of 
the total charge and will result in a reduction during 1909 
of $24,624. 

“(5) That, assuming a constant cost of current and a 
separation upon the basis of company’s standard kilowatt- 
hours consumed per car-mile, such an amount will aggre- 
gate about 79 per cent of the total and will result in a re- 
duction for 1909 of $19,809. 

“(6) That, assuming a varying charge for current de- 
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cepted and ds used in)making apportionments between. the 
city and traction companies for the four years 1908 to 1911, 
inclusive. Since Jan. 1,/ 1909, the companies’ detailed ac- 
counts have conformed with the commission’s official classi+ 
fication and are given in greater detail and include, more- 
over, the accounts cleaning, watering and sanding track, 
removal of snow and ice and telephone dispatching system, 
which in the company’s classifications are included under 
the primary accounts conducting transportation. For pur- 
poses of comprehensive analysis, the detailed basis of ap- 
portionment given in the table conforms with the com- 
mission’s classification. 

“Tt will be noted that superintendence has been appor- 
tioned as overhead to all other maintenance of way and 
construction expenses as it is proper to assume that this 
cost- will vary quite closely with the amount of expense 
charged to each company. 

“The determination of the apportionment of direct 
charges and the fitness of arbitrary units such as the car- 
mile and mile of track to serve as bases of division have 
been reviewed by the engineer of the commission, W. D. 


TaBLE II].—MaINTENANCE OF Way AND STRUCTURES. 
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11. Miscellaneous roadway and track expenses.............000eceee eee 


12. Cleaning and sanding track 


16. Maintenance of crossings, fences, cattle, grounds............. 


.18. Maintenance of telephone and signal systems (labor). 
19. Maintenance of telephone and signal systems (material) .. 
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21. Maintenance of overhead transit system (labor)...... 
22. Maintenance of overhead transit system (material). 
23. Maintenance of underground transit system (labor) 


24. Maintenance of underground transit system (material) Jeeta S Crt ance 


25. Maintenance of overhead distribution system (labor). Peek eerie, 


26. Maintenance of overhead distribution system (material)....... 
27. Maintenance of underground distribution system (labor). 
28. . Maintenance of underground distribution system (material) 
29. Miscellaneous electric line expenseS............0ceeeee ee eeee 


30. Maintenance of buildings, fixtures and grounds, ‘‘way”’..............+4. 


“shop” 
“‘carhouse”’ 


31. Maintenance of buildings, fixtures and grounds, 
32. Maintenance of buildings, fixtures and grounds, 


53.) Maintenance Of docks: and WhATVeS es 5 aes oc casie e Hes cleee sc eeeniionss 
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pendent upon the power plant utilized and basing the pro- 

portionate cost of current upon the car-hours tributary to 

such a power plant, arbitrarily weighted, such an amount 

will aggregate about 71 per’cent of the total cost and re- 
; sult, in a reduction of $50,242 during 1909. 

(7) That, assuming a varying charge for current de- 
pendent upon the power plant utilized and basing the pro- 
portionate « cost of current upon, the car miles tributary to 
such a, power plant, arbitrarily weighted, but using com- 
pany’s standard units of kilowatt-hour consumption per 
car mile for various types of cars, such an amount will 
aggregate about 75 per cent of the total cost and result in a 
reduction of $43,023 during 1909. This basis has been ac- 


cepted and has been used in our computations. 
} 


The Milwaukee Electric Railway & Light Company busi- 
ness, will result in further reductions varying from $1,000 
to $12,000 over the amounts stated above. . 

-APPORTION MENT | OF MAINTENANCE, OF WAY, EXPENSE 
“From an inspecti of all facts relating to the proper 


vais. of prorating “maintenance,,of way costs, already 
utlined the analysis indicated in Table IIT has been,ac- 
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iso lvemoyalon snow, ice and'sand from tracks, .f.c)c 6. ieee eee ec eeies 
14, Maintenance of tunnels, bridges, trestles, subways, culverts (labor)....... 
15. Maintenance of tunnels, bridges, trestles, subways, culverts (material)..... 


LPNs avs Direct charge to M. L., H. 
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“The cost for Milwaukee urban business, as distinct from | 


BAsEs OF APPORTIONMENT UsepD For 1910 anp 1911 Accounts. 


Bases. 


enceteters ts cs Overhead, 2-34 inclusive. 
Geese. Sere Direct charge to M. L., 
ae hee 33 per cent on car mileage; 67 per cent on track mileage. 
ayEm AME cl 90 per cent on car mileage; 10 per cent. on track mileage 
ates wher aan 90 per cent on car mileage; 10 per cent on track mileage. 


H. & T. Co. 


eb ach ote 90 per cent on car mileage; 10 per cent on track milea ge. 
Sfateketelis. acts 30 percent toT. M. E.R. & 
Bbicic Cast oan 80 per cent to T. M. E.R 
DEAS heroin ees 95 per cent to T. M. E. oD &L.; 

2 i OME Overhead, 2-9, including 12, 13. 


4 ee Overhead, 2-9, including 12, 13. 
So cena See 100 per cent car-mile basis. 


L.; 70 per cent on M. L., 
. & L.; 20 per cent on M. re 


hc Gc. 
H. & T. 
5 per cent on M. i & T. 


20 per cent on car mileage; 80 per cent on track mileage. 
15 per cent on car mileage: 85 per cent on track mileage. 
18 per cent on car mileage; 85 per cent on track mileage. 


& T..Co. 
95 per cent toM. L., H. & T.; 5 per cent to T.M. E.R. & L. 
..15 per cent on car mileage; 85 per cent on track mileage. 


aie a Te Overhead, 2-19, inclusive. 


oe } 10 per cent on car mileage; 90 per cent on track mileage. 


a) 98 per cent to T. M. E.m. & L-; 2 percent toM. L., H. & T. 


10 per cent on car mileage; 90 per cent on track mileage. 


98 per cent to T. M. E.R. & L.; 2 per cent toM. L., H. & T. 
Overhead, 21 to 28 inclusive. 


ie per cent to T. M. E. B. & L.; 6 percent to M. L., H. & T. 


Pence, and,are sustained by additional facts disclosed upon 
inspection.of the property. 

“The total resulting percentage apportionment to The 
Milwaukee Electric Railway & Light Company for 1909 
upon the basis outlined in the table will aggregate. 55.65 
per cent, which.closely checks the result obtained by a local-, 
ization of expense vouchers for that year. : 

APPORTIONMENT OF MAINTENANCE QF ROLLING STOCK™ 

“Tt had been the company’s practice prior to Jan. 1, 1912, 
to charge all such expenditures to a common account and 
prorate the charge as between The Milwaukee Electric 
Railway & Light Company and the Milwaukee Light, Heat 
& Traction Company upon the car-hour basis. 

“From an examination of unit costs, it appears that 
several of the items are affected by length of use and prob- 
ably vary with the car miles operated. Among these may 
be mentioned maintenance of car electrical equipment, 
maintenance of car trucks and to some extent maintenance 
of car bodies. Certain other expenses will probably vary 
with,the number of cars; among these are the cost of 
painting and yarnishing.4 and a portion of the cost of repair 
and maintenance of car bodies. 
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“When maintenance of equipment expenditures are 
apportioned upon a car-mile rather than upon a car-hour 
basis it is noted that a reduction is made from 1909 of from 
$182,988 to $173,602. Urban Milwaukee business, as dis- 
tinct from the Milwaukee Electric Railway & Light Com- 
pany business, will reduce this amount to $169,890. 

_ “This adjustment is not unreasonable, as is apparent from 
an examination of maintenance of equipment expenditures 
during January and February, 1912, under the revised 
accounting methods by which the charges are directly made 
to the separate companies. For January such a ratio 
aggregates 81.68 per cent and for February 82.61 per cent 
of the total expenditures. 
APPORTIONMENT OF CONDUCTING TRANSPORTATION EXPENSES 

“During 1908 and 1909 under the company’s classification 
of expenses there were also included in this account the cost 
of cleaning, watering and sanding track and removal of 
snow and ice. In the classification prescribed by the com- 
mission in use during I910 and i911 these items were in- 
cluded under maintenance of way. 

“An examination of the trend of the expenses since 1907 


shows clearly that certain of the costs vary proportionately — 


to the car hour, certain other costs to the car mile and a 
third class of costs to the number of passengers carried. It 
would appear that wages of conductors and motormen and 
the expense of heating and lighting cars are properly appor- 
tioned upon a car-hour basis, the car station employees on 
the basis of passengers, car and motor supplies on the basis 
of car miles. These apportionments have been accepted in 
our computations and the accounts superintendence and 
miscellaneous transportation expenses treated as divided on 
an overhead basis to this apportionment.” 
TREATMENT OF DEPRECIATION ALLOWANCE 

The commission says in part: 

“The evidence relating to an allowance for depreciation 
as a part of the cost of furnishing traction service has been 
unusually thorough, both counsel for the city and the com- 
pany exerting every effort toward presenting an exhaustive 
treatment of the theoretical and practical aspects of the 
subject. Since its organization in 1897, the company has 
made provision for a depreciation reserve and recorded and 
classified its expenditures for replacements. The data and 
valuation by W. J. Clark of date Jan. 1, 1897, and the 
tentative valuation of the engineer of the commission as of 
Dec. 31, 1906, have formed the basis of a careful analysis 
by the accountants of the actual depreciation of the traction 
property accruing during the ten-year period. The testi- 
mony and exhibits presented by the officials of the company 
as to the actual life of the property in service in Milwaukee 
and the changes necessary because of obsolescence and 


inadequacy furnish a valuable history of the development . 


of the traction business. Much has been accomplished also 
in a clear restatement of the principles underlying the pro- 
visions against losses in value. The testimony of re- 
spondent’s witnesses, Professor Cooley and Mr. Starrett, 
has been unusually contributive in this respect. In fact, so 
thoroughly has the question of the need, purpose and ex- 
tent of a depreciation allowance been discussed at the hear- 
ings that the differences in the suggested yearly amounts 
appearing in the briefs of the counsel for the city and 
counsel for the company are not large. The only matters 
of dispute are the necessity of increasing future allowances 
for obsolescence and inadequacy, the treatment of apprecia- 
tion of land value and accrued interest upon the reserve. 

“The necessity of a depreciation allowance has been fre- 
quently pointed out by the commission and no extended dis- 
cussion is necessary at this time. 

“From an examination of the book values and various 
depreciation computations submitted in evidence the conclu- 
sions of fact relative to the depreciation reserve properly 
made a part of the cost of furnishing traction service on 
the part of The Milwaukee Electric Railway & Light Com- 
pany may be summarized as follows: 
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“rt The difference in the physical value cost of repro- 
duction new and cost of reproduction of existing condition 
upon Jan. 1, 1910, aggregated $2,563,175. 

“>. According to the company’s books, the credit balance 
to the depreciation reserve on Jan. I, I9I0, aggregated 
$1,082,909. When corrections are made the depreciation 
reserve will be increased $756,244, making a total adjusted 
depreciation reserve of date Jan. 1, 1910, of $1,839,153. 
This readjusted amount is substantially corroborated by the 
company’s accountants, although some minor adjustments 
of debit and credit allowances are made in the latter’s 
estimate. 

“(3) A reserve based upon 4.4886 per cent consistently 
applied to the company’s physical valuation since 1897 would 
have yielded total credits from operating expenses aggre- 
gating $5,010,516, as against the $3,974,932 actually credited 
to depreciation reserve by the company, and would have 
increased the unexpended or net credit reserve from 
$1,839,153 to $2,874,737. 

“4 In estimating the additions to property made through 
operation expenses to care for depreciation consideration 
must be given to that portion of credits which have already 
been made to the depreciation reserve arising from special 
accounts which have already been contributed through 
operating expenses. These amounts aggregated $21,600 in 
1908, $30,815 in 1909, $30,912 in I910 and $30,912 in IQII. 

“sc. The yearly credit balance in the reserve is undoubt- 
edly entitled to some interest allowance, and an examination 
of the company’s past experience in handling the deprecia- 
tion reserve leads to the conclusion that these yearly unex- 
pended surpluses are considerable. Under these circum- 
stances an average interest allowance of about 2 per cent 
would not be unreasonable, and this will about offset the 
addition of 12 per cent to cover overhead physical values 
upon a no-interest basis. 

“In consideration of these facts the depreciation allow- 
ance for railway service has been placed at $379,082 for 
1908, $377,717 for 1909, $408,898 for Ir910 and $434,567 
for I9II.” 

RATE OF RETURN 

In regard to the rate of return the finding of the com- 
mission is as follows: 

“The company’s present bonded indebtedness consists of 
two issues, one bearing interest at 5 per cent and one at 
4% per cent. This relatively low rate for a Milwaukee 
industry has been due in a measure to the conservative 
handling of the surplus earnings, the company having at 


all times made provision for depreciation and frequently 


made additions to its property from earnings. Extensions 
seldom pay at the start, and it has been necessary for the 
company to branch out into unsettled sections with the ex- 
pectation of creating traffic and thus recoup its earlier 
losses. These expectations have in almost every instance 
been realized and recognized foresight of the management 
has undoubtedly played an important part in increasing the 
attractiveness of the investment. 
“A feature of considerable importance is the rate of 
return to efficient management. In competitive enterprises 
such an efficiency reward takes the form of a differential 
profit or an addition to capital value such as good-will. 
In determining the return to the management under condi- 
tions of monopoly, similar allowances must be made. To 
remove this is to take away one of the greatest incentives to 
economy. Such a reward, however, may take various forms’ 
aside from the rate of return. Operating expenses used in 
computing the cost of service may be in advance of actual 
expenditures during the last year of operation; the alolw- 
ance for salaries may be above and more than sufficient to 
compensate for the mere expense of administration; no 


recognition may be taken of increase in business reasonably — 


to be anticipated under the readjusted rate. " 


“The question of compensating for past losses has already 
been considered as an element in estimating going value. 
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The rate of earnings upon the property used and useful with 
which the present case is concerned must be determined with 
reference to present and not past conditions. 

“It appears that an allowance for interest from 5 per cent 
to 6 per cent cannot be said to be unreasonably low to 
compensate for the cost of securing capital. Such amount 
is considerably above the figure at which bonds have been 
disposed of in the past and will care for such discount as it 
has been necessary to give to make the securities salable. 
If to this is added an allowance of from 1% per cent to 2 
per cent to cover profits, the total rate of return is sufficient 
to cover such risks as are evidently inherent in the business 
and for which the owners are entitled to compensation.” 

SURPLUS AVAILABLE FOR RETURN UPON THE INVESTMENT 

In the discussion on this subject the commission shows 
that increased expenses and city requirements have reduced 
the amount available. The decision says: 

“Where the results of respondent company’s apportion- 
ments of operating expenses between the city and traction 
companies are compared with those found by the commis- 
sion and the adjustments made to reserves and the deprecia- 
tion allowance it is noted that the surplus available for 
return upon the investment in 1909 is increased from 
$1,116,625 to $1,273,778. Of this amount $717,546 is claimed 
as a 7% per cent return upon an investment of $9,567,284, 
leaving an excess of $556,232. 

“Upon the basis of the revised income account for 1908 
the surplus is estimated at $1,119,220, as against the com- 
pany’s figures of $1,028,766. Of this amount $703,757 is 
claimed as a 7% per cent return upon an investment of 
$9,383,438, leaving an excess of $415,472. 

“Upon the basis of revised income accounts for 1910 the 
surplus is estimated at $1,263,489, as against the company’s 
figures of $1,047,666. Of this amount 7% per cent upon an 
investment of $10,300,000, or $772,500, is properly deducted, 
leaving an excess of $490,989. 

“Upon the basis of the revised income account for 1911 
the surplus is estimated at $1,436,847, as against the com- 
pany’s figures of $1,209,978. Of this amount $817,566 is 
claimed for a 7% per cent return upon an investment of 
$10,900,889, leaving an excess of $619,280. 

“In the disposal of this total surplus, the claim that train- 
men’s wages are inadequate demands first attention. The 
petition presented upon behalf of these employees has been 
carefully examined and our conclusions are based upon the 
recommendations of the Industrial Commission that present 
wages are somewhat below the standard and that a readjust- 
ment of the schedule is desirable. The net amount of the 
changes recommended will be about 4 cents per car-hour 
platform time, and would have amounted to $62,443 for 
the city company in I9QII. 

“Since July 1, 1912, respondent company has made partial 
compliance with these recommendations and the increase in 
wages upon its readjusted basis will not exceed $35,000 
during the first year. The company has in partial operation 
extended plans involving the employees’ welfare, comprising 
various relief, co-operative and profit-sharing features, the 
extent of the expenditure for which it is difficult to estimate 
at this time. 

“The claims of suburban passengers to a single fare privi- 
lege, all of which are passed upon in the separate cases 
decided upon this date, will necessitate an extension of the 
present single fare limits to approximately 5 miles from the 


Grand Avenue bridge. The losses in revenues sustained by 


reason of such an extension during 1911 would aggregate 
$131,883, and this amount will be relatively increased rather 
than diminished in the future owing to the increased pro- 
portion of long-haul or least profitable passengers stimulated 
by such an extension of single-fare limits. 

“The burden imposed by the municipality within the last 


two years has assumed substantial proportions and will 


materially affect the city’s own application in the present 


ease. It is estimated that the added cost of removal of snow 
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and ice and the sprinkling of streets will aggregate about 
$40,000, the larger portion of which is already reflected in 
the 1911 operating costs. The recent decision of the Circuit 
Court upon litigation involving the obligations of the com- 
pany to place new paving between its tracks will, we note 
from the carefully prepared report of the engineer, aggre- 
gate in yearly interest and depreciation from $150,000 to 
$200,000 per annum, dependent upon the policy of the city 
Department of Public Works as to what type of pavement 
the company will be obligated to lay. 

“The requirements of good service have been made the 
subject of separate study by the commission, and there has 
just been completed the results of twenty-four-hour observa- 
tions at the points of greatest traffic density. The added 
requirements of the commission in this respect will involve 
about 250 additional car miles per day and will entail about 
$22,143 additional expenditure per annum. 

“An important service problem involved in electric rail- 
way operation is that of electrolysis, or the damage done to 
metallic structures by the electric current escaping from 
the rail return. A preliminary investigation of electrolysis 
conditions in Milwaukee has been made by the Railroad 
Commission, the results of which indicate that electrolysis 
damage is taking place and that improvements and adoption 
of immediate measures will be necessary to reduce this to a 
practicable minimum. To what extent this may involve 
further investment and increase in operating cost can be 
determined only by future and more exhaustive investiga- 
tion, which investigation it is the purpose of the commission 
to undertake. It is reasonably certain that this item will 
increase the operating expenses within the near future. 

“These claims upon surplus, excluding the provisions for 
electrolysis, are likely to aggregate from $366,470 to 
$416,469. 

“The reduction in fares claimed, aggregating eight tickets 
for a quarter, would reduce surplus during I911 about 
$736,714; seven tickets for a quarter would involve a reduc- 
tion of about $400,886, and thirteen tickets for 50 cents will 
involve a reduction of about $171,784. 

“The average excess for the four years applicable to fare 
reductions, after making the deductions already enumerated, 
which can be estimated with a reasonable degree of cer- 
tainty will aggregate from $104,024 to $154,024; the average 
excess for the last two years will aggregate from $138,665 
to $188,665; the excess for 1911 will aggregate from 
$202,811 to $252,811. 

“In other words, taking into consideration the claims of 
employees for standard wages, the claims of the city for ful- 
filment of franchise and other regulative restrictions and 
claims of suburban patrons for extension of service and the 
constantly recurring need for service betterment, a deduc- 
tion of fares has only been made possible in the last year of 
operation.” 

DISTRIBUTION OF NET EARNINGS BY LINES 

The commission says regarding its conclusions on this 
subject: 

“The interrelation of companies and service and the 
arbitrary designation of corporate and franchise limits and 
geographical zones have been elements of confusion with 
which the attorneys for the city and its complaining suburbs 
have struggled for days of cross-examination. The analyses 
made rest upon the assumption that it is possible to segre- 
gate operating expenses and plant values to conform with 
the division of revenues maintained by the company. An 
investigation of the reasonableness of each succeeding 
division and the assumptions upon which it is based lead 
to the conclusion that the analyses cannot be far removed 
from the actual facts in the case.” 

PAYING HAUL 

The commission refers in this section to the studies of the 
American Electric Railway Association. It says in part: 

“In a measure the entire city traction system is a single 
unit and it cannot be said that each line must be self- 
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sustaining. Where new extensions are made or new lines 
built these cannot be expected to pay as well during the first 
years as the older and more traveled routes, and where 
single deficits occur other lines must show compensating 
surpluses. It is desirable to know, however, in any careful 
study of traffic conditions the comparative distance it is 
profitable to haul a car or carry a passenger. Frequently 
routes are too long and extend into territory which cannot 
reasonably be expected to grow and become self-sustaining. 
The elimination of surplus transportation facilities where 
such facilities are not needed is of as great interest to the 
public as it is to the company’s management. 

“Computations of this character have been made in a 
number of ways. Two of these methods are those evolved 
in similar studies now being undertaken by the American 
Electric Railway Association. A third method has been de- 
veloped by the commission as more accurate and suitable in 
its work. In all cases a return has been computed as 8 per 
cent upon the cost of reproduction new as localized to the 
separate lines. These results are subject, of course, to 
adjustments to suit a return of 7% per cent upon tangible 
plus intangible values. These differences, however, are not 
large and will not affect the comparative value of the results 
obtained. 

“A computation of the distance which cars can be operated 
with profit, worked out upon the basis proposed by H. G. 
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additional passenger mileage of 0.45 can be profitably cared 
for upon the basis of present revenues. sport? of 

“The calculation of what is a paying haul. per revenue 
passenger used in the commission’s findings has proceeded 
along somewhat different lines. A division has been made 
between costs affected by the length of haul per passenger 
as distinct from costs more or less fixed in their nature, 
which, since service is shaped to meet the public demand, 
must be assessed against each passenger irrespective of his 
haul. Borrowing a terminology current in railway trans- 
portation cost analyses, these classes may be respectively 
termed movement and terminal costs. 

“Assuming that traffic is temporarily at a standstill, cer- 
tain expenses would doubtless continue. Among these are 
a portion of the cost of maintenance and repair of roadway 
and rolling stock, power plant costs varying with the de- 
mand, depreciation due to the action of the elements, and a 
portion of interest upon the investment. Such costs are 
dependent upon the size or location of the entire traction 
plant and are not affected by any possibility of increased 
traffic. Such expenditures have been grouped in our 
analyses as terminal costs. 

“Assuming a limited demand for service certain addi- 
tional costs are occasioned. Among these are wages of 
conductors and motormen, the output cost of power and 
that portion of the maintenance and depreciation of road- 


TABLE IV.—Payinc Haut PER REVENUE PassENGER. Commission Basis. THe MibwauKEE ExLectrric Rartway & LicHT Company. 1909.* 


Total Cost Term. Move. Present 
of Service Cost per Cost per Rev. per ‘ : , 
Including Terminal. Per Movement. Per Rev. Rev. __Rev.. Possible Haul in Miles, Pres- 
Return Upon Cent. Cent. Pass.in Pass. Mi. Pass. in ent Revenues. 
ap Investment. in Cts. Cts. Cents. 1909. 1908. 1910. 1911. 
ines: 
1. Wella-Batwelly o 2 scr vists avec $379,426.16 $231,402.96 60.99 $148,023.20 39.01 1.978 0.5501 4.2645 4.157 3.788 3.637 3.741 
2. Fond du Lac-National......... 215,610.43 97,946.55 45.43 117,663.88 54.57 1.577 0.485919 4.2761 5.555. 5.097 | 5.205.05.000 
3. Walnut-Nationa ....05 50s eenie o's 224,296.71 89,347.13 39.83 134,949.58 60.17 1.294 0.5011 4.2726 5.944 5.650 5.531 4.865 
4. Eighth-Third-Burnham........ 371,008.89 217,190.36 58.54 153,818.53 41.46 2.002 0.5065 4.2595 4.457 3.759 4.250 4.429 
5. Oakland-Delaware............. 239,281.73 162,218.26 63.61 87,063.47 36.39 2.856 0.5445 4.2433 2.548 1.534 2.635 2.881 
6. Holton-Mitchell............... 210,463.15 124,563.93 59.19 85,899.22 40.81 2.268 0.5392 4.2564 3.688 353i a.50o manien 
“i Muskego-Eighth Aa ld REE Wage aNORT IS 203 ,192 .43 128,772.85 63.37 74,419.53 36.63 2.391 0.5314 4.2435 3.486 2.920 3.187 3.512 
8. Clybourn-Wisconsin soak ee ate 101,699.75 58,938.72 57.95 42,761.03 42.05 1.672 0.5775 4.2756 4.508 4.184 3.962 3.334 
9, Twefth-Wisconsin ce 197,366.43 101,591.16 51.47 95,775.27 48.53 1.555 0.5639 4.3031 4.873 4.602 4.382, 4.741 
10, State-Wisconsin..........0..0. 181,710.00 106,418.66 58.57 75,291.34 41.43 1.662 0.5878 4.2289 4.367 4.136 3.972 4.039 
11. First-Vliet-Howell............. 302,701.02 198,727.04 65.65 103,973.98 34.35 2.820 0.5465 4°2551 2.626.552.7132 s2.a34ueeses 
12. North Avenue eiteoate totes eee 119,038.43 69,264.05 58.19 49,774.38 41.81 2.296 0.6112 4.2458 3.190 2.827 2.951 3.370 
13. P. S. Building-St. Francis... . 87,814.76 48,858.21 55.64 38,956.55 44.36 3.954 0.6434 4.3956 0.686 ae 0.401 1.538 
14, Center byes Wea erarecet ey Rrateta'e eavtekelne ate 64,785.61 48,805.39 75.33 15,980.22 24.67 5.656 0.8052 4.2471 afeie 1.5) Sea 
ASS cUDITEyonLth ty cic catered scree oiiie 22,960.68 17,963.79 78.24 4,996.89 21.76 7.884 1.2900 4.2476 1.481 2.795 
Total an. soe iistcs tne oC $2,921,356.18 $1,692,009.06 57.92 $1,229,347.12 42.08 2.096 0.5412 4.2631 4.004 3.704 3.699 3.792 


*Basis for 1909. 


Bradlee, of the Stone & Webster Management Association, 
is submitted by C. N. Duffy, comptroller of the respondent 
company. 

“According to the basis suggested by Frank R. Ford on 
Oct. 9, 1911, in the report of the committee of the American 
Electric Railway Association, upon the ‘determination of 
the proper basis for rates and fares,’ the commission has 
determined the profitable average passenger haul for each 
line and for the entire city system for four years ending 
Dec. 31, 1911. The average fare was computed by dividing 
the passenger revenue by the number of revenue passengers. 
The, passenger miles were obtained by multiplying the 
revenue passengers by the actual passenger haul as esti- 
mated in the company’s count of the distance of passengers 
carried on September, 1911. This estimate has been cor- 
roborated by similar counts made by the service inspection 
staff of the commission in 1909. The operating expenses, 
including depreciation as apportioned by the commission, 
were divided by the passenger miles, and to this result was 
added the interest allowance of 8 per cent upon the tangible 
property per passenger mile. The profitable average pas- 
senger haul was obtained by dividing the average fare by 
the total operating expense plus fixed charges per passenger 
mile. Comparing the actual passenger hau! in 1910, or 2.74 
miles, with the paying passenger, haul as computed by the 
Ford formula for the year 1910, or 3.19, it is noted that an 


way and rolling stock occasioned by travel and wear. Such 
costs are dependent upon the frequency of schedule, as ex- 
pressed in car hours run, the necessary length of trip as 
expressed in car miles run and the total weight transported 
as expressed in ton miles. A portion of such costs will 
vary with the number of passengers hauled. If there is no ; 
demand for service, the headway can be reduced or the 
route shortened. In its very nature, however, the traction 
business is somewhat inflexible and cannot adjust itself 
readily to meet momentary changes in the demand for 
service. It is necessary to run a car whether three or two 
dozen passengers are accommodated, and it is necessary to 
complete a trip whether all passengers have reached their 
destination or not. Moreover, it is necessary to maintain 
a constant schedule in order that all patrons may know when 
service will again be available. It is obvious that the ex- 
penditures within this group will be partly fixed and partly 
variable and may hence be divided between terminal and 
movement dependent upon the traffic conditions upon each 
line. Assuming that all cars can be filled to a comfortable 
load at all times and for the entire trip, all of such costs 
would vary with the passenger mile and be classed in our 
analysis as movement costs. Owing, however, to the 
variable demand for traction service such a condition is 
possible. aie eo? to. 8 ar 
_ “Facilities must be held in readiness to serve the dem 
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for transportation at the moriing, noon and evening peak, 
while throughout the day cars are compelled to, operate, and 
costs varying with'the car hour, car mile and ton mile are 
continued at far less patronage than the full comfortable 
seating capacity will accommodate. To decrease the num- 
ber of patrons served when facilities are furnished in com- 
pliance with a demand for a thorough trip and constant 
headway is to occasion a definite loss. When losses of a 
similar character occur in a competitive industry where the 
supply of input and outgo can be somewhat regulated by the 
management, such losses, or standby costs, as they are 
called, will but remotely affect the price. In a public utility 
business where the demand for service must be met and 
satisfied whenever and wherever occasioned these standby 
losses are generally outside of the control of the manage- 
ment and are therefore properly to be considered a part of 
the cost of service. The ratio of the average car load to 
the comfortable load will, therefore, determine what por- 
tions of this class of expenditures are movement and what 
portions terminal costs. 

“Under any condition of operation there are additional 
costs which undoubtedly vary with the number of pas- 
sengers carried or density of traffic. Among these may be 
placed cost of injuries and damages and a certain part of 
the transportation expenses, notably the cost of car station 
employees, dispatchers, operation of the telephone system 
and the cost of printing tickets and transfers. Such costs 
are affected entirely by the number of passengers hauled 
and would cease if traffic were at a standstill. This entire 
group of expenses will vary with the passenger miles and 
are grouped in our analysis as movement costs. 

“In addition to the above three groups there is a small 
additional portion of the total expenditures which cannot 
be definitely localized, such as administrative costs. Such 
cverhead costs have been prorated in our analysis in the 
proportion that the direct movement and terminal costs bear 
to their total. 

“The results of this process for the year ending Dec. 31, 
1909, are given in Table IV on page 322, together with simi- 
lar results of analyses made upon the same basis for the 
calendar years 1908, 1910 and 1911. Of the total cost of 
furnishing service during the former year 57.92 per cent 
were classed as terminal costs and amounted to 2.096 cents 
per passenger and 42.08 per cent were classed as movement 
expenses and amounted to 0.5412 cent per passenger mile. 
Upon the basis of an average fare of 4.263 cents per pas- 
senger a possible haul for the year will aggregate 4.004 
miles. This is about 1.25 miles in excess of the present 
single-fare limits. 

“The question arises as to what increases are possible in 
the car haul and passenger haul where reductions are made 
in the present revenues, to aggregate thirteen tickets for 
50 cents rather than the present rates of fare, and the rate 
of return is based at 7% per cent upon the valuation, both 
tangible and intangible, as fixed by the commission. An 
average increased haul is possible upon the basis of the 


‘Railroad Commission’s method, aggregating 0.65 mile in 


1910 and 0.78 milé in rg1t.” 
THE CENTRAL ZONE IN WHICH A SINGLE FARE IS APPLICABLE 

The commission has considered the zone system as a 
possible solution. This was suggested by a memorandum 
of R. B. Stearns, vice-president of the company. The com- 
mission says in part on this subject: 

“Investigations into the matter have led to the conclusion 
that for a city and its suburbs which do not cover a 
greater area than Milwaukee and in which the population 
and industries are so distributed as is the case for this city 
the best system of rates for the present at least is probably 
a system under which there is but one fare. 

“It is questionable also whether it is desirable or neces- 
sary to place the single fare points in a symmetrical manner 
around the center of town. The analysis of costs by lines 
indicates, for example, that the traffic conditions are such 
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as to permit extensions to the north and west and still 
maintain a paying haul, which are somewhat beyond exten- 
sions which would pay toward the south and southwest. It 
appears to be more equitable to apply the rule of cost to 
single areas and lines with such limitations and qualifica- 
tions as local circumstances and the need for interrelation 
of service dictate, rather than to endeavor to merge and 
equalize the claims of all communities situated a stated 
distance from the center of the city.” 
CONCLUSION 

The commission summarizes briefly the subjects of the 
various sections in the decision, saying: 

“From the facts and findings and from other facts and 
conditions which have been investigated we have reached 
the conclusion that the rate of fare of the respondent com- 
pany should be readjusted as required by the order herein. 
From these and other facts it further appears to us that 
the extensions of the single-fare limit into West Allis, 
Wauwatosa and to East Milwaukee should be made. 

“It is therefore ordered that The Milwaukee Electric 
Railway & Light Company discontinue the present ticket 
rate of twenty-five for $1 and shall sell through its con- 
ductors tickets in packages of thirteen for 50 cents, and 
each ticket shall entitle the bearer to one continuous 
passage in the same general direction, with privilege of one 
transfer, between the single-fare points upon the city lines 
of the respondent. Thirty days is deemed sufficient time to 
comply with the above order.” 


STATEMENT ISSUED BY THE MILWAUKEE 
COMPANY 

James D. Mortimer, president and general manager of 
The Milwaukee Electric Railway & Light Company, issued 
a statement in regard to the decision, in which he said: 

“The orders of the commission cover six cases. In the 
Deakin case, applying for a reduction in the rate of fare 
between the city of Milwaukee and Waukesha, the Railroad 
Commission held that the rate of fare was now low and 
that no decrease was possible at the present time. The 
petition was dismissed. 

“The application of the city for double transfers was dis- 
missed on the ground that there was no reasonable necessity 
for the extension of the double transfer. 

“In the application of the city of West Allis for the exten- 
sion of the Milwaukee city fare to West Allis, it was decided 
by the commission that the city fare should be extended to 
Sixty-second and Greenfield Avenues, the location of the 
Allis-Chalmers works. 

“Tn the application of Hans A. Koenig and Charles Gil- 
lette for the extension of the city fare to Wauwatosa it was 
held that the city fare should be extended to Spring Avenue, 
or the western limits of the present city of Wauwatosa. 

“Tn the application of the village of East Milwaukee for 
an extension of the city fare zone to Mineral Spring Road, 
it was held by the commission that the city fare limit should 
be extended on the Farwell-Downer Avenue line to Mineral 
Springs Road. 

“In the application of the city for reduction in the city 
fare, the commission held that the present practice of selling 
twenty-five tickets for $1 should be discontinued, and in 
lieu thereof the practice of the sale of thirteen tickets for 
50 cents should be established. 

“The first two cases, which were decided against the 
petitioners, need no comment. With respect to the exten- 
sion of the city fare zone to Sixty-second and Greenfield 
Avenues, West Allis; Spring Avenue, Wauwatosa, and 
Mineral Spring Road, East Milwaukee, it is the intention 
of the company to extend the present city fare to these 
points provided that such can be done without in any way 
waiving any rights that we might have to a subsequent 
judicial determination of points that were not decided upon 
by the commission, or over which the commission may not 
have had jurisdiction. 
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“With respect to the city fare case, the management does 
not see its way clear at the present time to reconcile itself 
to the order of the commission. Looking at the matter in a 
liberal light, the reduction of rate of fare is not of very 
large moment, and would not affect the public or the com- 
pany to a material extent. 

“The question of principle involved is, however, exceed- 
ingly important, and it will undoubtedly be necessary for 
us to determine this question of principle by proper judicial 
review before the company can accommodate itself to the 
order of the commission. Legal opinion has been to the 
effect that the franchise or franchises under which the com- 
pany is operating, and under which the city received a re- 
duced rate of fare long before the earnings of the company 
justified such reduction, provide for the city fares now in 
force, and, taking into account the obligations in such fran- 
chise imposed upon the company, the company in turn has 
the right to expect the fulfilment of the obligations of the 
other parties interested in the franchise. 

“The readjustment of the fare points on certain of the 
suburban lines, by the commission, from a practical stand- 
point will call for the readjustment of certain points on 
other lines, and it is our plan to announce soon the nature 
and extent of the readjustment on other lines not covered 
by the commission’s orders and for which there have been 
no applications for readjustment of fares or fare points. 
This readjustment of fares to points not covered by the 
commission’s orders naturally affects the earning power of 
the suburban lines of the Milwaukee Light, Heat & Traction 
Company, and accordingly affects the premises upon which 
the commission’s calculations and conclusions were based. 

“Tt is the intention and desire of The Milwaukee Electric 
Railway & Light Company and the Milwaukee Light, Heat 
& Traction Company to establish such a system of suburban 
fares at such reasonable rates as will permit the rapid 
development of the suburban territory, relieve any alleged 
congestion in the central portion of the city and contribute 
so far as is within our power to the growth of the city and 
its suburbs as desirable places for the location of manufac- 
turing industries, and as places for residence. 

“The problem of a proper system of suburban fares, 
applicable to the territory lying outside the city of Mil- 
waukee and the district to which the city fare applies, is a 
rather difficult one for solution. 

“After devoting a large amount of study over an extended 
period of time we have come to the conclusion that a zone 
of 1 mile in length lying outside the central zone and 
having a proper rate of fare for a ride across such outer 
zones affords the best means of solving this difficulty. A 
passenger originating in the city and desiring to travel to 
a point near the outer edge of the first zone would pay the 
city fare in either cash or ticket and, in addition thereto, 
one zone fare of 2 cents. The total charge for the ride 
would be 7 cents, 6 1/6 cents or 6 cents, depending upon the 
price paid for the ride in the city. On the return trip the 
passenger would indicate that he desired to ride into the 
city and the fare would be the same as on the outgoing trip. 

“There is little local riding within such zones, since the 
distances are relatively short and practically all business is 
through business. The charge for the ride across the zone 
is an added charge to the city fare. The charge for the 
ride within the zone only would be the regular fare of 
5 cents. 

“There is an economic limit beyond which the passengers 
cannot be carried for a single fare, since the cost of street 
railway service is a function of and more or less directly 
proportional to the distances passengers are carried. In 
our opinion the city fare limits should be determined at 
points for the city as a whole, and they should be, as far as 
practicable, symmetrically arranged with respect to the 
center of traffic. 

“In preparing a zone of fares as applicable to the sub- 
urban territory immediately contiguous to the city of Mil- 
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waukee the company believes that such a system is in line 
with good business management and sound public policy; 
that it would prove popular, assist materially in the develop- 
ment of the outlying territory, foster the extension of the 
street railway system into outlying territory and remove 
any barrier that now apparently exists.” 


PHILADELPHIA RAPID TRANSIT COMPANY CONTRACTS 
FOR CENTRAL STATION ENERGY 


The Philadelphia Electric Company has signed a con- 
tract with the Philadelphia Rapid Transit Company for a 
railway load of 26,200 kw. Some of the operating stations 
of the Rapid Transit Company will, as a consequence, be 
shut down or converted into substations to be operated by 
the Philadelphia Electric Company, which is required to 
supply direct current in some locations. For this pur- 
pose these stations are leased at a nominal rental, and 
the electric light company has the privilege of operating 
them in case there should be any trouble with its con- 
verting apparatus. 

The load is covered by three separate contracts, known 
as the “Central contract,” the “Northern contract” and the 
“Delaware County contract.” The Central contract cov- 
ers high-tension alternating-current energy delivered to 
the substation of the Philadelphia Rapid Transit Company 
at 812 Sansome Street and at a substation at Twentieth 
and Ranstead Streets now being built and which will be 
occupied jointly by the electric light and rapid transit 
companies. This contract calls for 15,000 kw, and 5000 
kw additional to be delivered by Nov. I, 1913, at a new 
substation yet to be determined. 

The Northern contract calls for energy for a 5000-kw 
direct-current load, and the substation apparatus, as well 
as the operating force for the same, must be supplied by 
the electric light company. It is the intention to supply 
this energy from the Tacony station of the Philadelphia 
Electric Company to the stations of the Rapid Transit 
Company at Ogontz, Willow Grove, Neshaminy and Wheel 
Pump (Chestnut Hill). The electric-light company also 
has the privilege of utilizing the apparatus in all of these 
stations if it so elects. 

The Delaware County contract is made with the Dela- 
ware County and Beacon subsidiary companies of the 
Philadelphia Electric Company and calls for 1200-kw di- 
rect current, which can be furnished either from Phila- 
delphia or from the Beacon light company’s station at 
Chester, Pa. In this case the electric-light company will 
occupy the Rapid Transit Company’s substation at Folsom 
at a nominal rental. The Rapid Transit Company guaran- 
tees on the Central and Delaware County contracts a 35 
per cent load-factor, and a 30 per cent load-factor on the © 
Northern contract. All of the contracts are for a period 
of ten years, and by Nov. 1, 1913, the Philadelphia Electric 
Company will be carrying a load of 26,200 kw for the 
Philadelphia Rapid Transit Company. 


The Official Gazette of Costa Rica of recent date invites 
tenders for a concession for constructing and operating for 
fifty years an electric tramway between Alajuela and Grecia, 
Costa Rica, with a branch line to San Pedro de Poas, a total 
length of about 1634 miles. The estimated cost of construct- 
ing the tramway is placed at $500,712. The estimated cost 
of a hydroelectric power plant on the Poas River to furnish 
current is placed at $304,948. All materials required for 
construction and equipment of the undertaking may be im- 
ported free of duty. Further particulars and plans may be 
obtained from the Direccién General de Obras Publicas, 
San José, at a cost of $11.63 per set. The Purdy Engineer- 
ing Company, of San José, which made the preliminar 
surveys, would also probably supply plans. 
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The C. E. R. A. Convention at South Bend 


The Papers Presented at the South Bend Convention of the Central Electric Railway Association, Aug. 29-30, Relate 
to the Transportation, Traffic, Engineering and Executive Departments—Abstracts Are 
Published with an Account of the Proceedings on Aug. 29. 


APPARATUS FOR HIGH-VOLTAGE DIRECT-CUR- 
RENT RAILWAYS 


BY E. S. JOHNSON, GENERAL ELECTRIC COMPANY 


It may be of interest to discuss the change of an existing 
600-volt d.c. system to 1200 volts, and to describe some of 
the apparatus designed for 1200-volt d.c. operation that will 
be required for an extension. The considerations will cover 
an average interurban road using, say, 35-ton cars having 
an average speed of about 25 m.p.h., a maximum speed of 
about 35 m.p.h., with an hourly schedule, and substation 
‘equipped with two 300-kw, 25-cycle, 600-volt compound- 
wound rotary converter equipments spaced about 10 miles 
apart. The power station and high-tension transmission 
would not be changed, as the demand on the generating 
system would remain practically the same, irrespective of 
the trolley voltage used. The bonding wou'd not be 
changed, but it is probable that a smaller bond would be 
used on the extension. 

EFFECT ON SUBSTATION LOCATION AND EQUIPMENT 

The number of substations will be reduced and a re- 
arrangement of the feeder system made, unless a heavy in- 
crease in traffic is contemplated. The regular substation 
apparatus can be used, with the exception of the d.c. switch- 
board. The rotary converters will merely have to be con- 
nected two in series to obtain 1200 volts and insulated from 
ground, the series fields of both machines generally being 
connected on the grounded side unless both 600-volt opera- 
tion and 1200-volt operation are desired. The necessary in- 
sulation can be obtained by placing the machines on well- 
seasoned timbers about 8 in. square framed together at the 
corners. It is advisable to place rubber mats or wooden 
racks around the high machine to protect the operator 
against shock if he comes in contact with the high machine 
when it is accidentally grounded. 

New d.c. switchboards are required, but only one rotary 
panel for every two rotary converters is necessary, unless 
both 600-volt operation and 1200-volt operation are re- 
quired. The cost of rotary converter or feeder panels for 
either 600-volt or 1200-volt operation of equal kilowatt 
capacity is about the same. Standard d.c. panels for 1200- 
volt operation are 99 in. high with the circuit-breaker and 
main switch placed side by side and mounted at the top of 
the board with a slate barrier. between them. Arc chutes 
are installed over the circuit-breakers to prevent an arc 
reaching the bus at the back of the board. Both the circuit- 
breaker and the main-line switch are remote-control, being 
“operated by handles similar to General Electric oil-switch 
handles, placed near the middle of the panel. To avoid 

’ possible confusion from similarity in appearance, the 
handles are mounted on the board in reverse positions so 
that they may readily be distinguishable. The handles are 
connected through wooden rods, bell cranks and levers to 
the circuit-breaker and line switch to insulate them from 
the live parts. 

The construction of feeder panels is similar to that of 
the rotary panels. In the case of generator panels where a 
field switch is required it is mounted at the back of the panel 
with the operating handle brought to the front. The meters 
are placed in the usual positions and have molded insulating 
covers. The potential receptacles have extended insulating 
bushings to prevent accidental contact with the live parts. 
All bolts which protrude through the panels are covered 
with insulating caps so that all framework and all parts at 
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the back of the board are insulated from the front. Cheese- 
box covers should be added to the a.c. starting switches and 
a rubber mat or wooden rack placed in front of each switch 
for the protection of the operators. 

Lighting for a 1200-volt substation, where two machines 
are connected in series, is generally obtained from the low 
machine. Where straight 1200-volt machines are used 1200- 
volt lighting is recommended as being the only system 
applicable for all conditions. Specially designed receptacles 
are used and all wiring is run in conduit, both the re- 
ceptacles and conduit being grounded. 

CHANGES IN OVERHEAD LINE AND THIRD-RAIL CONSTRUCTION 

It will generally be found necessary to strengthen the 
trolley insulation. If cross-span construction is used, wood- 
strain insulators should be inserted in the span wires. If 
side-bracket construction is used, wood-strain insulators can 
be inserted in the supporting cable, provided there is suf- 
ficient space; otherwise it will be necessary to supply new 
hangers. 

In the case of third-rail construction, it is probable that 
if a good insulator has been used no change will be neces- 
sary, except new jumpers for the crossings. The third-rail 
insulators on the Michigan United Traction lines have with- 
stood a high potential test of 10,000 volts for five minutes 
after being immersed in water for twenty-four hours. It is 
believed the insulators used on these lines represent average 
conditions. The third-rail should be protected. 

A test will determine whether the insulators used in feeder 
construction on the average road would prove successful 
for 1200-volt operation. If the line withstands a high 
potential test of 4000 volts alternating current for one 
minute, it should be satisfactory. However, as the current 
for 1200-volt operation is about one-half of that for 600 
volts, and the permissible voltage drop twice as great, a 
re-arrangement of the feeder circuits will follow because 
there will be a large reduction in the amount of feeder 
cable required. 

CHANGES IN CAR EQUIPMENT 

The existing cars can be used, but it is necessary to re- 
equip them with apparatus suitable for 1200-volt operation. 
It is the usual practice to connect two 600-volt motors in- 
sulated for 1200 volts permanently in series instead of using 
straight 1200-volt motors. However, 1200-volt motors are 
in successful operation. 

If the cars have slow-speed, non-commutating-pole 
motors, such as the GE-66 or GE-73, or commutating-pole 
motors, it is possible that these could be used on the low 
side in re-equipping the cars. There is no difference in the 
design of straight 600-volt motors and 600-volt motors in- 
sulated for 1200 volts except that the latter have increased 
insulation to withstand the higher voltage. All motors for 
operation on 1200 volts have commutating poles. Where 
two 600-volt motors are connected in series for 1200-volt 
operation there is a decided advantage when it is desired to 
obtain full-speed operation on both 600 volts and 1200 volts, 
as the control can be arranged to obtain this at a very slight 
additional cost. 

CONTROL SYSTEM 

Both remote and platform control have been developed. 
Remote control is used on large equipments and where train 
operation is desired. Platform, or type K, control is used 
for single-car operation with moderate-sized equipments, 
not exceeding four 75-hp motors. The K controller is 
similar to that used for 600 volts except that it has addi- 
tional breakers in series and increased insulation and is 
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provided with individual blow-out coils and barriers. of 
molded insulation between the fingers to preyent an are 
from jumping from one finger to another, The remote, or 
multiple-unit, control uses practically standard 600-volt 
parts except that the number of breakers in series with the 
motors, is increased as well as the insulation of various 
parts. ‘The master controller and control circuits are almost 
identical with those for 6oo-volt apparatus, the current for 
their operation and for lighting being obtained at 600 volts 
from a dynamotor, ‘The reverser, contactors, grids and 
circuit-breaker are of the same general design as that used 
for 600 volts, except that they are better insulated, 

A commutating switch is used when it is required to 
operate on both 600 volts and 1200 volts at full speed, ‘This 
switch changes the motor and motor rheostat connections 
when the car passes from one trolley voltage to another, 
It cannot be thrown when the controller is in the operating 
position, Aluminum cell lightning arresters are generally 
used as being more reliable than other types, 

The air compressors used with the first 1200-volt equip- 
ments were operated from the low side of the dynamotor, 
but are now more commonly operated direct from the trolley 
at 1200 volts, ‘There is nothing special in their construction 
except the increased insulation, A combined dynamotor and 
air compressor can be used, but they require a clutch so that 
the compressor will not operate continuously, 

ADDITIONAL SUBSTATION APPARATUS 

If in changing to 1200evolt operation an extension of the 
system is made, some new substation apparatus will be 
required, ‘The switehboard apparatus will be the same as 
that already deseribed, The secondary of the transformers 
would have slightly greater insulation than for 6oo-volt 
operation, Rotary converters for operation from a 25-cycle 
system would be designed for 1200 volts, Their construc- 
tion is practically the same as for 600 volts, with the excep- 
tion of increased insulation to withstand the higher voltage. 
They have commutating poles and on account of the slight 
increase in cost are designed to stand momentary overloads 
of 200 per cent instead of 100 per cent, as is the usual 
practice in the design of machines without commutating 
poles, Ags the size of the apparatus used in the average 
interurban substation is determined by the momentary over- 
load capacity and not by the continuous capacity, there is a 
decided advantage in using commutating-pole machines 
because smaller machines can be used and a better load 
factor thus obtained, An inherent quality of the 1200-volt 
machines is that the distance between the brush-holder 
studs is greater than for Goo-volt machines, A peculiar 
phenomenon in favor of 1200-volt machines is that a short- 
circuit on a 1200-volt machine does less damage to the 
machine than one on a 606-volt machine, This is accounted 
for by the fact that the volume of current is less on a 1200- 
volt machine and the burning effect is practically directly 
proportional to the square of the current, 

To facilitate starting from the a,c, end, rotary converters 
with commutating poles are equipped with a mechanical 
device for raising’ the dc. brushes, This is accomplished 
simply by throwiig a lever Which raises all the brushes 
with the exception of two small pilot brushes that are 
allowed to remain on the commutator so that the polarity of 
the machine may be properly determined and reversed, if 
necessary, before the field switeh is closed and the brushes 
lowered, The commutating and series field windings are 
connected on the grounded side of the machine to permit 
the use of the same insulation as is usell for standard 600- 
volt machines, Machines operated at 1200 volts are self- 
excited and require that the shunt fields be insulated for this 


-voltage, The required insulation is obtained by heavily in- 


sulating the body of the spools and by the use of properly 
located horizontal and vertical air ducts, Twenty-five-cycle 
rotary converters can be built for any voltage up to at least 
1500 volis. Above this voltage two machines are connected 


’ 


in series, their commutating ‘and 'series field) win 
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being connected on the, low side. ‘The shunt fields are 
usually excited from the low machine, aie Fr 
HLIGH=VOLLAGE D.C, GENERATORS —— 

Direct-current generators having one commutator can be 
built for any difference of potential up to 2400 volts. The 
machines for the Butte, Anaconda & Pacific Railway 2400- 
volt electrification consist of 1000-kw synchronous motor- 
generator sets using two 500-kw, 1200-volt generators con- 
nected in series to obtain 2400 volts and having the com- 
mutating and series field windings of both machines con- 
nected on the ground side, ‘These machines are separately 
excited from an exciter set. They are designed to stand 
200 per cent overload for five minutes. ‘These machines are 
not yet in service, but manufacturers’ tests have more than 
met the expectation of their designers, Direct-current 
generators wound for more than 1200 volts are commonly 
separately excited, the excitation being obtained from a 
direct-connected exciter or an exciter set, 

ECONOMICS OF HIGH*=TENSION D.C, WORK 

Generally speaking, interurban railways can be electrified 
at 1200 volts at a lower first cost than at 600 volts, and their 
operation and maintenance will be less. There are small 
roads where there would be no justification for installing a 
1200-volt system. It is necessary that a careful study be 
made of each system and the electrification decided upon its 
merits, A careful comparison of the economies secured by 
the use of 1200 volts instead of 600 volts on the average 
interurban road, such as outlined, which are affected by the 
choice of the system, will amount to approximately 10 per 
cent to 20 per cent in first cost, 10 per cent to 18 per cent in 
fixed charges, and 10 per cent to 1§ per cent in operation 
and maintenance. No doubt there are some 600-volt roads 
in operation to-day in which the saving that would be 
effected by changing to 1200 volts would result in increased 
dividends. This is particularly true of 600-volt roads on 
which it is necessary to increase the traffic facilities, intro- 
duce freight service or make extensions. Interurban roads 
20 miles to 30 miles long, using cars whose equipment does 
not exceed four 7§-hp motors and maintaining an -hourly 
schedule, can be operated successfully without substations, 
with the generator station located near the center of the 
line, Where the length of road is such that substations are 
entirely eliminated if 1200 volts is adopted, the economies 
may reach as high as 20 per cent to 30 per cent in “elec- 
trification material,” 


INSURANCE FROM THE STANDPOINT OF THE 
INSURED 


LY FB, A, THEALY, SECRETARY AND TREASURER OHIO ELECTRIC 
RATLWAY 


Vire insurance is a business founded on the principle of 
wisdom and experience, Lt is prudent for a man to insure 
his property; it is profitable for the company to furnish, the 
insurance, Therefore the business of | fire insur 
universally a part of the world's work—safeguarded and — 
watched over by state and federal laws. The Ohi E ectric 7 
Railway, with which Tam connected, has 617 miles of inter- — 
urban and city track in Ohio and Indiana, Large power 
plants are located at Lindenwald, near Hamilton, Medway, — 
Hebron, Zanesville and Lima, The principal carhouses 
at Hamilton, Trenton, Brookville, West Alexandria, Me 
way, Columbus, Newark, Zanesville and Lima. There ¢ 
about thirty substations, The total insurance value 
cluding rolling stock, is now nearly $4,000,000, — 

FORM OF POLICY 
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Electrical, Section B”; “Electrical Machinery, Section C.” 

In the body of the form a full description explains just 

what is covered by each section (A, B, C) and what classi- 

fication of rates is madeon each. Rolling stock is covered 
by Section D, with a full explanation as to how and when 
the cars are insured and what rate classification applies. 

All property covered by Sections A, B and C is insured for 

80 per cent of its value, while the rolling stock (Section D) 

is insured for its full or replacement value. 

Each insurance company in writing a policy on this prop- 
erty covers a certain percentage of the total schedule, pastes 
a copy ot the general form and schedule to its policy, 
charges the average rate, has the policy signed by agents in 
Ohio and Indiana (the property insured is located in both 
states), and charges the premium to the traction company. 

The railway company pays each insuring company its 
premium at the average rate for the entire risk and in 
accordance with the proportionate amount of the total value 
carried by that insuring company. If a loss occurs, each 
insuring company pays its proportion of the loss prorated 
according to the ratio between the face value of its policy 
and the total amount of insurance carried in all companies. 
Proofs of the losses are made by the Western Adjustment 
& Inspection Company, and one copy is furnished to each 
insuring company. Such a proof describes the risk, as set 
forth in the form and schedule attached to the policy, and 
gives an account of the fire and a statement of the value, 
loss, insurance and a prorated apportionment of the claim 
among the participating companies. All the cost for adjust- 
ing losses is assumed by the insurance companies. 

INSPECTION 

The property in Ohio is inspected by the Ohio Inspection 
Bureau and that in Indiana by the Indiana Inspection 
Bureau. Carefully prepared surveys and maps have been 
made, covering each risk, which is described in full detail, 
and following the description of each risk is a list of 
suggested improvements, which when made should reduce 
the hazard and make available a lower insurance rate. 
These suggested improvements have been made as rapidly 
as conditions will warrant and have reduced the average 
rate of insurance, as will be shown later. 

The company has an insurance inspector who makes a 
monthly inspection of all the property and makes written 
reports to my office, where they are carefully examined and 
letters are written to the operating officials calling attention 
to any neglect or inattention to keeping up the property as 
required by the inspection bureaus. 

The inspector has organized day and night fire squads at 
each carhouse and power house, and on each inspection calls 
for a fire drill and assists the men in gaining greater 
proficiency in the work. 

GENERAL FIRE RULES 

General fire rules are printed in large type, framed and 
hung in each building. They are as follows: 

“(1) Men in charge of buildings or sections thereof will 
be held responsible for the proper condition of fire apparatus 
and for the clean and tidy condition of premises. They must 
make frequent inspections thereover, repair minor defects 

at once and report serious ones immediately to the proper 
authorities. 

“(2) Free access to fire pails, extinguishers, hose reels, 
standpipes, alarm boxes and all other fire equipment must be 
had at all times. 

“(3) Fire pails and all other fire apparatus will be used 
only for fire purposes. 

“(4) Electric circuits must not be changed or tampered 
with except by the electrician in charge. . 

“(5) Rubbish and debris of every sort must be put in the 

proper receptacles. ; 
“(6) Ashes must be placed in metal receptacles, which 

‘must be emptied once a day. Ashes must not be allowed to 

accumulate under the grate bars of boilers or stoves. 
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flammable material, must be put in the covered metal cans 
supplied for the purpose. Such supplies must not be mixed 
with clean material of like character. 

“(8) Oils, paints, surplus supplies of oily waste and 
similar material must be kept in fireproof rooms provided 
for this purpose, except when actually being used. Benzine, 
gasoline, naphtha or other similar highly inflammable sub- 
stances must not be allowed on the premises except where 
actually needed. At such places only the minimum quan- 
tities necessary will be kept on hand. These substances will 
be handled with the greatest care, being kept in fireproof 
rooms whenever possible. 

“(g) If oil or like substances are on fire, use sand; never 
use water, for water spreads the burning material. Use 
sand when live wires, short-circuits or charged rails are 
involved. 

“(10) Sand only must be used on floors, spittoons or for 
catching drippings. 

“(11) Smoking is prohibited in all buildings except in 
club rooms. 

“(12) All clothing must be kept in lockers provided for 
the purpose, and only clothes actually used and needed may 
be kept on the premises. 

“(13) Trolley poles must be removed from wire and left 
in a trailing position when cars are laid up out of service. 
Heat must be turned off before cars are run into carhouse. 

“(14) Remember that most fires are caused by neglect 
and carelessness. Familiarity with these rules is required 
upon the part of all employees.” 

The accompanying table shows a summary of the in- 
surance for six years. 


TABLp SHOWING SUMMARY OF INSURANCE CARRIED BY Ouro ELEcTRIC 


RaILtway. 

Year Total Percentage 
Ended Insurance Premium Average Total of Loss to 
April 1. Carried. Paid. Rate. Losses. Premium. 
OOS nately s $2,010,500 $29,353.30 $1.46 $924.00 Ait 
1908..... 2,246,760 28,968.73 1.29 924.50 0.032 
1909.6 erin.» 3,243,560 25,583.59 0.788 11,250.92 0.439 
TSLO% 55s 3,346,580 20,596.39 0.62 10,536.62 0.511 
POU Mire 3,582,875 20,935.84 0.584 1,846.35 0.088 
IO Zines e's 3,794,950 19,840.20 0.578 1,392.49 0.070 

Total for’ six years... $145,278.05 0.797 $25,950.88 0.179 


In considering insurance from the standpoint of the in- 

sured, the following should have careful attention: 
FIRE HAZARDS 

Power, which covers the steam or other generating plant. 

Fuel, which includes the use of hard or soft coal, the ~ 
latter with its tendency to-spontaneous ignition when piled 
above a certain height. 

Heating, of which there are many forms, all of which 
should be properly safeguarded. 

Lighting, whether by kerosene oil lamps, gas or electricity. 

Oils, their use and storage. 

Drugs, acids and chemicals of the ordinary type. 

Oily waste and its disposition. 

Waste paper and other refuse. 

Matches; bonfires. 

It is important that the following should be of the latest 
approved type and that frequent inspections should be made: 

Electric wiring and apparatus. 

Private fire department. 

Fire doors and shutters. 

Fire extinguishers; chemicals. 

Fire hose, 

Fire pumps. 

Lightning arresters. 

Storage of oil. 
. Signaling systems. 

Sprinkler equipments, automatic and open systems. 

Waste cans, ash cans, refuse barrels, fire pails and safety 
cans for benzine and gasoline. 

Wired glass and metal window frame construction. 

..., & FEW DON'TS 
Don’t put ashes in wooden boxes or barrels; use only 
metal ash cans. 
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Don’t have steam pipes in contact with woodwork or near 
inflammable materials, and don’t permit rubbish to accumu- 
late behind radiators or steam coils. 

Don’t destroy the insulation on flexible electric light or 
fan cords by hanging them on hooks or nails. 

Don’t permit benzine, gasoline or explosives on your 
premises unless used from approved safety cans. 

Don’t throw oily waste or rags on the floor. Keep them 
in approved self-closing cans during the day and at night 
remove from the building; they are self-igniting. 

Don’t mix greasy or oily rags with papers or with clean 
clippings, or keep more clippings in your place (even if clean 
and in bales) than is unavoidable. 

Don’t use sawdust on floors or in spittoons or to catch oil 
drippings from machines or gearing. Sand is safe. 

Don’t keep matches loose in paper boxes but only in metal 
or earthen safes. Those lighting on the box are safest. 

Don’t throw away lighted cigars, cigarettes or matches. 

Don’t permit your employees to smoke. Don’t permit 
anyone to smoke in a carhouse or power house or where 
combustible materials are kept on the premises. 

Don’t fail to have fire pails filled, distributed and placed 
in conformity to rules of local boards of fire underwriters. 

Don’t fail to test periodically your hose and fire 
appliances. 

Don’t permit stairs or hallways to be blocked up or used 
for storage or permit packing materials and rubbish to 
accumulate and remain on your premises. Packing materials 
must be kept in approved metal-lined bins. 

Don’t faii to close at night all doors and traps to 
elevators, hoistways, stairs and communications, as well as 
iron shutters. 

Don’t forget that neglect and carelessness are the cause 
of more fires than all other things. 

Remember that property destroyed by fire is irrecover- 
able, it is gone forever. If replaced it must be re-created, 
other products of nature consumed, other labor expended. 
An ounce of prevention is worth a pound of cure. 

A fire prevented is worth many times the amount of in- 
surance money we might have recovered if the fire had 
occurred. We cannot insure against loss of business, when 
a fire destroys not only our carhouse but all of our cars, or 
turns our power house into a smoldering ruin. 

REMEDY 

Fireproof construction. 

Rigid inspection, every officer and employee an organized 
fire department engaged in the work of fire prevention. 


TRIALS AND TRIBULATIONS OF A JOINT EX- 
PRESS AGENT 


BY C. H. LOGAN, JOINT EXPRESS AGENT ELECTRIC DEPOT COM- 
PANY, DETROIT 


The troubles which beset the path of a freight or express 
agent on an electric line differ from those of a freight 
agent on a steam railroad, but perhaps they cause him just 
as much worry. 

By way of explanation I might say that the term “joint 
express agent” indicates that I act in the capacity of ex- 
press agent for four different electric lines, all operating 
from the same express depot. The accounts of each line 
are kept entirely separate from the others, and separate 
balance sheets are prepared monthly for each. The total 
mileage of these four lines is almost 800 miles. 

DELAYED SHIPMENT 

I believe that most electric lines which conduct a freight 
or express business accept shipments up to one hour prior 
to the scheduled leaving time of cars and endeavor to get 
all shipments away on such cars, and shippers and con- 
signees expect their shipments to reach their destination 
on these cars. Hence, if more freight is received during 
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one period for a certain division than can be forwarded on 
the first regular car or cars and no extra cars or car crews 
are available some of the shipments may be left for the 
following car in the afternoon or next morning. In that 
case the joint express agent is sure to receive a complaint 
by telephone from the shipper or consignee, who will de- 
mand an explanation and will often intimate that he is being 
discriminated against. 

Another trouble is caused by shippers of perishable goods 
who bring their shipments to the depot just about the time 
a car is scheduled to leave and expect the agent to hold the 
car for the goods. If the agent does so and causes a delay 
to the car of fifteen to thirty minutes in leaving and prob- 
ably an hour or two in arriving at its destination, he will 
probably be asked for an explanation by the general superin- 
tendent or one of his division assistants, and if he refuses 
to hold the car, the shipper, although it is his own fault that 
he is late, complains about the disappointment to his cus- 
tomers and of the additional cartage expense for making a 
second trip for a subsequent car. 

A great many orders are received by wholesale merchants 
in Detroit from their customers at outside points by tele- 
phone between 2:30 p. m. and 3:30 p. m., and as these cus- 
tomers expect their goods on the next car that leaves for 
their division and the wholesaler is anxious to retain their 
patronage, the joint express agent is asked to take their 
shipments after the regular closing hour, viz., 5 p.m. A 
refusal to do so generally brings the head of the firm or 
corporation to the telephone, and he is apt to tell the joint 
express agent where he is likely to “get off” if he does nov 
do as requested. In my own case it is a very hard matter to 
explain to some shippers why I refuse to accept their ship- 
ments after-5 p.m. During the last five or six years several 
of the bakers and ice cream manufacturers in Detroit have 
built up a good trade along our suburban lines. To take 
care of such traffic it is absolutely necessary for me to 
accept such shipments between 7 p. m. and 4 a. m. because 
the bread shipments are not ready until these hours and ice 
cream taken in at or before 5 p. m. would not be worth 
shipping on cars which leave at 4, 4:40, 5:30 or 6 a. m. the 
next morning. Of course, the wholesale grocer, hardware 
merchant or dry goods dealer considers his shipments just 
as important to him as those of the baker or ice cream 
manufacturers are to them, and again discrimination is 
charged. 

TRACERS 

The requests to trace shipments by shippers cause an 
unnecessary expense at an agency, as fully 77 per cent of 
such tracing produces no results so far as dispatch is con- 
cerned, the shipments usually being in the hands of con- 
signees long before tracers are requested by shippers. In- 
vestigation into the causes of these requests has developed 
two principal reasons for them, namely, attempts by con- 
signees to delay payment for goods received by informing 
shippers that the shipments have not been received, and 
inefficient receiving departments; that is, proper entries of 
goods received not being made by the receiving clerk. ' This 
is particularly true of some of the large manufacturing 
concerns where finished material is needed so badly that it 
is rushed from drays or cars almost directly to the as- 
sembling department, the receiving departments not hav- 
ing tfme enough to make proper record. Hence, when 
invoices are being checked up in the receiving departments, 
a shortage is claimed, and as the shippers are not able to 
make collection, tracers are requested. 

STORAGE CHARGES 

Storage charges are another source of trouble for an 
agent. Although due notice of arrival of freight is given 
and consignees are allowed forty-eight hours for its re- 
moval, many firms often allow their freight to remai 
the warehouse beyond that time, make a vigorous prot 
when storage charges are assessed and threaten to 
their business to other lines if the charges are not cancel 
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While on this subject I might add that several of the steam 
roads in Detroit have notified their patrons that. incoming 
less than carload freight not removed from their ware- 
houses within free time will be placed in public storage, 
subject to the storage charges in effect in such warehouses 
and also to the cartage charges, and I believe this subject 
is now being carefully considered by our general express 
and freight agent. 
INADEQUATE PACKING AND MARKING 

Freight not properly packed is productive of a great deal 
of trouble for an agent and carrier. Many shippers econo- 
mize in their crating, boxing, wrapping, packing, etc., at the 
expense of a carrier; that is, they use the very cheapest of 
material and devote a minimum amount of time to the pack- 
ing, etc., and then make claim if their goods arrive at 
destination out of condition. Of course, the general ex- 
press and freight department expects that the agent’s staff 
should be experts in the matter of determining whether 
shipments are packed, etc., in such a manner as will insure 
their standing up under the usual handling. 

Shipping clerks cause considerable trouble by improperly 
marking goods or making out shipping orders, the marks 
on the goods and the corresponding shipping orders not 
agreeing as to all points. During rush hours receiving 
checkers are not always able to discover these discrepancies, 
and freight, especially such as is loaded direct from drays 
or trucks to cars, occasionally goes astray, is consequently 
delayed and sometimes is lost entirely. 

LABOR 

The labor question might be considered one of the chief 
troubles. - At times it is almost impossible to obtain enough 
help to carry on the daily work, and in addition a number 
of the men whom the agent is able to hire are generally 
foreigners and are unable to read or understand English. 
This causes an expense for supervision which was un- 
necessary twelve or fifteen years ago. The carelessness 
of freight handlers, loaders and packers causes many claims 
for damages, and the inattention of checkers to details also 
causes much trouble, loss of revenue and claims. I have 
in mind a claim of nearly $100 which our company paid as 
a result of undue haste and inattention on the part of one 
of our receiving checkers. He was engaged in checking off 
a large truck load of merchandise, the driver of which was 
in a hurry to reach another depot with a few packages be- 
fore closing time. When the goods intended for our depot 
were nearly all unloaded this checker stepped on the truck 
and checked up the remaining articles and then stepped back 
into the warehouse and proceeded to stamp up the shipping 
receipts, etc., trusting to the driver to unload everything he 
had checked. Some few weeks afterward the claim re- 
ferred to was received, and as delivery to the consignee 
could not be proved, a check was issued in payment of the 
claim and forwarded to the claimant. Just about this time, 
however, one of the shipper’s employees, who was aware 
of the shortage, was in the warehouse of another railroad 
company, and he found the missing article of freight 
and so informed his employer, who very promptly returned 
the check he had received, explaining his reason for so 
doing. Our checker had failed to see that the shipment 
which he had receipted for was properly delivered to us. 
The driver of the truck had unloaded it in error at the 
depot he was in a hurry to reach. 

CAR EQUIPMENT AND LOADING 

During the spring, when the snow is melting, more or less 
trouble is experienced owing to the cars becoming crippled 
by reason of water coming in contact with the motors. 
When three or four are disabled at one time freight is 
unavoidably delayed, and the express agent is again sub- 
jected to a certain amount of sarcasm at the hands of an 
impatient shipping public. 

The city of Detroit has heretofore exacted a tribute of 


_ $1 per car for every express car moved through streets. . It 
is now endeavoring to increase this to $3 per car. There- 
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fore, one matter to be watched very closely is the loading of 
express cars in order that the company may not have to pay 
the tax on three cars when two would take care of the 
trafic. Another matter requiring close attention is the 
transfer of freight originating on one division and destined 
to points on another, in order that no delay may occur to 
such transfer. 
CREDIT 

The extension of credit is another serious proposition 
with which we have to contend, not altogether on account 
of any great loss, but more on account of the cost of collect- 
ing freight charges. The steam roads centered in Detroit 
have large credit lists, and as a great percentage of our 
patrons do, or can do, business with the steam roads and 
are on their credit lists, they naturally expect the same 
courtesy at our hands, and a failure to extend credit to 
them would mean a loss of some of their business. Hence 
credit is granted when their financial rating warrants such 
action. It would not be so serious if our bills were paid 
promptly each week, but in many cases our collector is 
forced to make several trips to a place before he receives 
payment of the charges due. This burden has become so 
heavy that the Local Freight Agents’ Association of Detroit, 
of which I am a member, is now discussing and considering 
the advisability of recommending to the various credit offi- 
cers of the roads represented the adoption of a uniform 
credit list for all lines, and if a delinquent debtor, after 
being warned by any of the carriers, still continues to be 
delinquent, his name would be automatically removed from 
the credit list of all other roads as well as the one with 
which he was delinquent. 

TRAFFIC REPORTS AND HEAVY SHIPMENTS 

In addition to the various duties of a joint express agent 
of a routine character in connection with the operation of 
his station he is also expected to keep the general express 
and freight department informed of the nature and char- 
acter of the traffic being handled at his station. In this way 
certain commodities which produce little revenue in com- 
parison with their cost of handling may be included in the 
exceptions to the official classification and put in a class 
by themselves. Some of these commodities may be of con- 
siderable weight, yet heavy tonnage at low rates is not 
desirable. This was very clearly demonstrated last spring, 
when the freight yards of the steam roads in Detroit were 
badly congested, so much so that nearly all of them placed 
embargoes on various commodities. This caused a large 
amount of heavy freight usually handled by these steam 
roads to be diverted to.our lines, and this soon brought 
about a similar congestion in our freight houses. It became 
necessary on two occasions to inform our patrons that we 
could accept perishable shipments only for a day or two in 
each case in order to enable us to work off the accumulated 
freight. This, together with my experience during the last 
few years, prompts me in saying that heavy tonnage at low 
rates is not desirable, and I believe that concerted action 
on the part of all electric lines conducting a freight or 
express business should be taken with a view to placing 
certain commodities producing small revenue on a proper 
paying basis. One commodity which might properly come 
under this head is castings in sacks or bags, weighing 200 lb. 
to 300 lb. per sack. Our general express and freight depart- 
ment has found it necessary to instruct all agents not to 
accept sacks of castings weighing over 100 Ib. each for the 
reason that when a greater weight is placed in them the 
sacks are not strong enough to carry the load and there 
will be many miscellaneous castings which are hard to 
identify so that proper delivery may be made. They are 
also a cause of extra expense owing to the repeated han- 
dling. Such action certainly has a tendency to cause a 
temporary loss of business, but, as shippers require the 
service, they eventually see the error of their ways and 
show a disposition to co-operate with us, 

These constitute the principal troubles of a joint express 
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agent of electric lines. I do not wish to convey the im- 
pression that his life is one wholly made up of'trials and 
tribulations. Far from it. My experience has been that on 
the whole the shipping public is just about as generous in 
the bestowal of praise for prompt service as it is in the 
registering of complaints when there seems to be reason for 
it, and one letter of praise from a shipper eradicates the 
sorrow caused by two letters carrying complaints. 


ADVERTISING 


WOODWARD & TIERNAN PRINTING 
COMPANY 


BY THOMAS D. PRICE, 


When once control of a property and its profits is ob- 
tained the people have to be taken into a corporation’s 
confidence if it would fortify its position against a reversal 
of public sentiment toward it. Recent events make an 
explanation of this theory unnecessary. It is certainly a 
truism applied to public service corporations of any char- 
acter whatsoever. Granting this, then, common carriers 
in general and electric traction lines, which we have to 
consider in particular, must advertise. But how? The 
“college-yell” type of advertising, rhythmical and remem- 
berable, is being made good use of by steam roads. As we 
cast about for a new viewpoint the suggestion comes to 
us automatically somehow—‘See the Road of a Thousand 
Wonders.” 

Now, suppose it be thought wise to fight the combined 
effects of all advertising which tends to take away the in- 
come that might be made to gravitate to electric line prop- 
erties. Unquestionably this can best be done by working 
together. No one will oppose this idea who has seen the 
result of that splendid spirit of co-operation which made 
the joint map a possibility where no one road felt able or 
willing to promote it individually. Incidentally this map 
might be considered in a sense a national or even inter- 
national advertisement, were it not that its greatest dis- 
tribution is almost wholly within the sections covered by 
the member lines. 

The thought may occur to the officers of some electric 
roads that their own publicity methods, expanded and ex- 
alted, would answer for the needs of the association as a 
whole. Maybe this will be found true, but looking over a 
lot of samples of recent and current advertising one is 
struck by the diverse opinions as to what constitutes the 
best method. 

Efficiency as applied to advertising is simply a search 
for the best. Who is farthest along in the right direction 
in the case of this one line of industry particularly? It is 
not for me to judge, but with your permission I should 
like to comment, not critically but analytically, on the ex- 
amples before me while preparing this paper and then 
endeavor to draw certain conclusions as to how the need 
for more efficient publicity may be filled. 

Taken as a whole, these specimens average pretty high 
in appearance and workmanship. Many, however, might 
be improved 100 per cent without an additional cent of 
cost—just by the exercise of a little more judgment and a 
little more supervision. For instance, rules of good com- 
position are violated, a half dozen lines of matter are set 
in as many different type faces, and pages are quite out of 
balance, or lines of reading matter are beyond the length 
which can be taken in by the eye. Instances are too 
numerous to mention where type faces are ill chosen from 
the standpoint of legibility and beauty, or both. 

TIME SCHEDULE PRINTING 

When time schedules are shown there is sometimes a 
sad neglect in finding a style of figure that will be readable 
and not hurt the eye. The difference between light face 
for a.m. and bold face for p.m. time is scarcely distinguish- 
able, but more remarkable is the printing of both in the 
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same face when the public has long been accustomed to,,, 


seeing the two clearly: differentiated in railroad folders 
where the printing of the letters “a.m.” “p.m.” 
even considered necessary. And here is an attractive card 
conveniently sized and of celluloid where two colors are 
used, black for the former and red for the latter, when the 
reverse would seem much more fitting. 

These prominent features, the tables of time schedules, 
in some cases look as if they were printed from a rubber 
stamp, and it is impossible to tell a 3 from an 8 or a 6 
from ao. Schedule tables together with maps, while not, 
strictly speaking, advertisements, work a good or bad 
impression upon the person using them and do their little 
part toward making or breaking that intangible but vital 
essential to success—the good will of the traveling public. 

SOUVENIR FOLDERS 

Folders may be classified into two distinct kinds—first, 
those that are pure advertising, suggesting that one travel 
the electric way and setting forth attractions on the line, 
frequency of trains, speed, safety, etc.; second, those com- 
bining these arguments and other information with time 
schedules galore. 

The question occurs to me, Why is a souvenir timetable 
folder? Laying aside those that are obviously maintained 
for revenue only, of what good to the road or to the trav- 
eler is a heavy picture story book made still heavier and 
more expensive by the addition of tables that are probably 
furnished in other card or leaflet form for convenience and 
wearing qualities? 

Having awakened a desire in a new traveler to use a 
certain road, the advertisement has done its work in stat- 
ing what are the termini and principal points, distances 
between stops, that trains run every so often, that there 
are express trains at certain times and other general in- 
formation which makes that road distinctive from com- 
petitive or connecting roads. The regular or dead-sure 
user of a traction line wants a schedule in the most com- 
pact shape for vest pocket or handbag, and with anything 
more cumbersome. he is constantly annoyed. Much wiser 
it would seem to be to quit what might be called over- 
selling the customer and, having given him just what he 
requires, take the money now thrown away whenever you 
hand him an expensive folder and devote this to improving 
the quality, or increasing the quantity, of your advertising 
posters, bulletins and booklets. 

Right here, while on the subject of cost, what is the 
matter with the so-called official guides that they are all 
so poorly printed and continue to take on a class of adver- 
tising long taboo in almost all other publications? Do 
these bring in more revenue than would the advertisements 
of the best hotels, for instance, that now refuse to be seen 
in such bad company? 

I do not refer to what must be merely accidental—the 
unhappy placing of an “ad” of trusses, crutches and in- 
valid chairs, or an undertaker’s card, in juxtaposition to 
an express train schedule; but more objectionable would 
seem to be the cards of quack doctors and the glaring dis- 
plays of cure-all institutions in which physical disorders 
are ail too plainly named and described. 

I take it that souvenir booklets are intended for dis- 
tribution in hotel racks, car racks and elsewhere, to inter- 
est and attract the unconcerned person. Notice the thing 


about the usual book of this kind that strikes your eye 


first on the only part visible above the rack—a company 
name! Honestly now, will this influence in the least the 
possible purchaser of a ticket on your road? Will he not 
be moved rather by a suggestion of where to go, what 
there is to do after he gets there, and whether he can get 
back the same day? 

TRADE MARK VERSUS “STRAIGHT-TALK” ADVERTISING 


Are not a big proportion of your travelers men of less 
than moderate circumstances, women and children? Then 
why not subordinate the, to them, meaningless name and_ 


is not. 
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puzzling trade mark and feature that ever powerful argu- 
ment—an appeal to the pocketbook? Tell them a place to 
go and how little it costs to get there. 

_Advertising is likely to be most compelling when it car- 
ri€s a conviction of advantage or profit, a saving of time 
or money. The other extreme, where a company name is 
emblazoned on all advertising matter, is probably the least 
effective. 

Test it yourself. Which would make you curious and 
perhaps lead to your decision to go somewhere in a new 
direction, booklets bearing railroad or steamship names at 
the top or something like “Where to Go in Summer,” 
Pennsylvania Lines; “International Holidays,’ Delaware & 
Hudson Company; “What Shall a Boy Do with His Vaca- 
tion?” Grand Trunk, or “Have You Seen the World?” 
Hamburg-American line? Thus we see great systems 
which might be entitled to use the “dignity” type of ad- 
vertising along with Tiffany & Company discarding it for 
a sort of “glad-hand” variety, which with “bulletins” and 
“straight talk” are doing more to build business than all 
the conceited styles put together were formerly able to do. 

So-called bulletins are among the best methods of keep- 
ing the public interested in the doings of a transportation 
company. With just a mention that there are some very 
good examples of intermittent or occasional issues of this 
kind in America, let me call attention to a unique series by 
the “Underground,’ London, which must be considered 
successful or else that railroad would hardly have con- 
tinued them through several years. 

These are in the form of leaflets a little more than 5 in. 
x 8 in. in size, of two, four or six pages, attractively 
printed, sometimes in two colors and usually on cover 
stock. Through this medium the regular traveler is in- 
formed of changes in ticket forms, rates, routes, new sta- 
tions, “non-stop” service, etc. The lover of statistics may 
read articles headed “The Growth of London Traffic” or 
learn how many tickets were sold from the principal sta- 
tions on Coronation Day. The sportsman is kept reminded 
of fishing and swimming, cricket and racing events; festal 
days are proclaimed, the lure of countryside in summer and 
winter is constantly held before the reader; pleasure places, 
amusements and museums are listed and plates show the 
stations nearest to each one. 

POSTER ADVERTISING IN LONDON 

This style of advertising goes hand in hand with that 
“gentle rain” type exemplified in most of the “Under- 
ground’s” posters. Who could resist the pull of a sug- 
gestion to “claim your place in the sun” under a lithograph 
depicting in restful tints a view of rural sublimity? Or 
who would not drop the drudgery of routine to seek the 


cool shade and cooler streamlet pictured so realistically . 


over the invitation to “snatch a breathing space in open 
pastures and beside still waters” ? 

This “heart-throb” type of advertising is tised by some 
of our largest national advertisers. One breakfast food 
manufacturer has decided to rule out entirely his adver- 
tising from magazines and papers not read in the home 
and likely to be seen by the children. His “ads” are pleas- 
ing pictures that awaken a question in the mind of the 
little one or have a stanza that must be read aloud by the 
older persons of the family. Thus is brought about at 
once the most subtle and the very strongest influence in 
favor of the thing advertised. 

Over in London a large part of the posters are designed 
to interest the child. Some of the Mother Goose and car- 
toon types are most cleverly thought out. 

There must be a keen appreciation by the “Underground” 
of the value of maps—these are published in a variety of 
styles and sizes always attractively colored. Even the 
smallest shows the system in a dozen colors. It is 6 in. by 
4 in. on cloth-lined stock, folding twice to vest-pocket size. 
: SCIENTIFIC ADVERTISING 
_ My purpose in the foregoing references to advertising 
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customs in America and elsewhere has been to emphasize 
the fact that there is not a unanimity of opinion as to what 
is best in local practice nor does there seem to be a na- 
tional movement commensurate with the extent of the in- 
terests represented to make every possible person “travel 
the electric way.” 

The last vestiges of the mountebank style that once dis- 
graced all advertising are disappearing. Advertising is 
rapidly being made scientific. Along with efficiency en- 
gineers have come advertising experts who get entirely 
away from the viewpoint of the old copy writer who suf- 
fered from too close contact with the thing he tried to ad- 
vertise, clear above the viewpoint of the executive who 
has been too busy to think enough about the proposition 
to take the advertising appropriation out of the expense 
column and place it in the investment column. 

The advertising expert approaches the problem from the 
viewpoint of an outsider. He tells his story in a language 
understandable to the people he aims to interest; he plays 
upon all human emotions; he wins sympathy and good will 
for his company, but always he tells the truth. 

No matter how far you may work out this advertising 
problem individually, you can do better co-operatively. A 
committee on advertising, a joint advertising bureau, to be 
a sort of clearing house for publicity ideas, and a working 
fund for defensive and aggressive movements, suggest 
themselves. 


WEIGHT AND INSPECTION BUREAU. 


BY F. D. NORVEIL, GENERAL PASSENGER AND FREIGHT AGENT 


INDIANA UNION TRACTION COMPANY. 


In presenting the above subject before this association 
it is not the intention of the writer to discuss in any par- 
ticular the merits or demerits of the scheme, or even to go 
into details as to its workings. Suffice to say that on per- 
mission from the association, early in the present year, 
there was established for a period of ninety days a trial 
bureau under the direction of the association’s chairman 
at the Indianapolis freight terminal. 

The work was carried out under many difficulties, there 
being four separate freight houses occupied by four differ- 
ent railways. As there was only one inspector, the plan 
followed was for the inspector to spend the greater por- 
tion of one day in one freight house and of the next day in 
another and so on in rotation, so that the full benefit of his 
services was secured by each freight house only once in 
three days, as that period was required to complete the 
round of the freight houses. 

The savings which resulted from May 25 to July 31 in- 
clusive, as appearing in the report of the chairman, are as 


follows: 
Value. 


Indi olis, Columbus & Southern Traction OAS 63,672 $59.95 
pa tatapota & Cincinnati Traction Co..... eee ee eee 57,995 84.45 
Terre Haute, Indianapolis & Eastern Traction Co.... 188,942 257.42 
Union Traction Co. of Indiana......-.seereereeeeeee 255,377 495.56 

565,986 $897.68 


The entire cost for the bureau during the ninety days 
will amount to approximately $300, of which the above 
report covers only a little over two-thirds of the time. 
This expense was to be borne, as agreed upon, by certain 
lines which felt that the trial was worth the cost, as the 
benefits derived would be far-reaching and not confined to 
a few lines immediately interested. This belief has been 
borne out, many cases of wrong classifications and weights 
having been corrected by the inspector. A few of these 
items applying to individual shipments follow: 


Increase. 
Shipment from Fort Wayne to Indianapolis, boxes, etc.........+++ $8.98 
Shipment from Urbana, Ohio, to Clayton, REE aie. sos levee «8 5.92 
Shipment from Indianapolis to South Bend, Merrett. ade ea ales Sune als 4.96 
Shipment from Indianapolis to Greensburg, peaches............-. ae 


Shipment from Indianapolis to Muncie, three buggies: .........-... 
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The last shipment came into Indianapolis on a line not 
quoting through tariffs, settlement being made at the junc- 
tion and the shipment being prepaid to that point; conse- 
quently there was no chance to secure the reclassification 
for the originating line, whose gain would have been just 
as great as that of the delivering line. 

The above are only examples selected at random. We 
have a record of one shipment coming in by interline on 
which a saving of approximately $20 was made. 


PROCEEDINGS ON THURSDAY OF CENTRAL ELECTRIC 
RAILWAY ASSOCIATION 


(By Telegraph) , 

The regular meeting of the Central Electric Railway 
Association was held at the Oliver Hotel, South Bend, 
Ind., Aug. 29 and 30. The first session was held on Thurs- 
day morning, Aug. 29, with President Whitney in the chair. 
The reports of standing committees were requested after 
the minutes of the previous meeting had been read. The 
committee on cutting out high-tension lines again requested 
that it be given more time to compile its report. The com- 
mittee on standardization reported lack of sufficient data 
to enable it to make final recommendations and requested 
that the member companies return the data sheets promptly 
for that purpose. An extension of time was granted there- 
fore to the standardization committee. 

I200-VOLT D.C, RAILWAYS 


The next order of business was the paper by E. S. John- 
son, General Electric Company, on “Apparatus for High- 
Voltage Direct-Current Railways,” an abstract of which is 
published elsewhere in this issue. In the discussion on this 
paper, C. D. Emmons, Chicago, South Bend & Northern 
Indiana Railway, asked if municipalities objected to the 
higher voltage. Mr. Johnson replied that some do object, 
but that this difficulty is overcome by reducing the overhead 
line voltage to 600 volts inside the corporate limits, Objec- 
tions of this character were few and were not worthy of 
much consideration when a change from low tension to 
high tension was contemplated. The cost of designing 
equipment for both 600-volt and 1200-volt operation was not 
excessive. 

ADVERTISING 

Thomas D. Price, Woodward & Tiernan Printing Com- 
pany, then read the paper on “Advertising” which is pub- 
lished in abstract elsewhere in this issue. President Whit- 
ney said that this paper contained many valuable sugges- 
tions which were worthy the careful thought of traffic men. 

JOINT WEIGHT AND INSPECTION BUREAU 


In the absence of F. D. Norveil, general passenger and 
freight agent Indiana Union Traction Company, J. A. Crall, 
general freight and passenger agent Terre Haute, Indian- 
apolis & Eastern Traction Company, read Mr. Norveil’s 
paper on this subject as well as his own. Mr. Norveil’s 
paper is abstracted in this issue. 

In the discussion which followed their reading, Mr. Em- 
mons asked if there were any cases of over-estimated 
weight. Mr. Crall said that he had record of one only. 

President Whitney emphasized the importance of weigh- 
ing every shipment. He explained the action of the Spring- 
field automatic scales which the Ohio Electric Railway has 
recently installed in its Columbus and Dayton freight 
houses. The record for the first month at the Columbus 
station showed an increase of $2.75 a day. Mr. Whitney 
recommended the installation of automatic scales, although 
they were more expensive than others, because the increase 
in earnings made them worth while and the time required to 
weigh shipments was practically nothing. Experience had 
shown that the weights of shippers are invariably under 
actual weights unless they know that scales are installed at 
the freight house. He further explained that the joint 
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weight and inspection bureau was an experiment which had 
been authorized by the association for educational purposes, 
and its extension would be further discussed before the 
executive committee and brought up at the next meeting of 
the association. 

Mr. Emmons asked if any action had been taken by any 
road to correct dishonest shippers. President Whitney re- 
plied that scale installations were a sufficient cure and 
penalty for dishonesty. 

L. G. Parker, Cleveland Frog & Crossing Company, upon 
being requested to give the shipper’s view on this subject, 
said that a large amount of underweight was due to the 
fact that the shippers did not weigh shipments but estimated 
the weight, and estimates are always on the conservative 
side. This fact alone should give impetus to scale installa- 
tions. ¥ 

In replying further to Mr. Emmons’ question relative to 
action against dishonest shippers, Secretary Neereamer said 
that a recent decision by the Commerce Court forced a 
shipper to pay the difference between his weight and the 
actual weight; in addition he was heavily fined for his dis- 
honesty. : 

G. W. Parker, general express agent Detroit United Rail- 
way, advised that he had little trouble with underweight. 
He said that the solution lay with the railway. An inspec- 
tion bureau would be too expensive. The remedy lay in 
proper facilities at freight houses. Improper facilities not 
only reduced revenue but delayed the movement of ship- 
ments through the house. Automatic scales would not delay 
shipments. Another feature of underweights brought out 
by Mr. Parker was the settlement of loss and damage 
claims. The shipper is forced to accept his own weight 
instead of the actual weight in payment of claims. If 
proper warehouses are built to receive freight and an ex- 
perienced weight checker is employed, the same results 
would be obtained as through the proposed bureau. 

F. I. Hardy, superintendent transportation Chicago, South 
Bend & Northern Indiana Railway, said he was not in favor 
of a bureau because many lines had not installed scales and 
the agents did not have sufficient time to weigh freight. 
In this case the inspection bureau could not be expected to 
come in and check the shipping weights. 

Mr. Parker brought out another case of underweights 
due to differences in the weights of the same commodity. 
In some cases these differences were due to the quality of 
the commodity and in others to the quality of packing. The 
meeting was then adjourned until the Friday session. 

ENTERTAINMENT 

All members were supplied with badges by Mr. Emmons 
and requested to be on hand for a trip to St. Joseph. The 
triv included a visit to the House of David settlement at this 
point and a short trip on the lake. 


CITY PLANNING CONGRESS AT DUSSELDORF, — 
GERMANY 


Disseldorf, the most beautiful and modern city in western 
Germany, known as the “Park City,’ and the center of 
the industrial empire, with its extraordinary commercial 
and political developments, is at present holding an exhibi-- 
tion on city planning, city operation and city administrative 
functions. The exhibition will be open to the public until 


Oct. 31, while the International Congress will adjourn its 
sessions on.Sept. 28. The first group of exhibitions consists 
of general ground plans, traffic systems, such as railways, — 

local and express facilities, elevated, subway, suspension 


A: 
4] 


and street railways, aviation stations, city embellishmen 
bridges, docks, parks, lawns, forest and real estate policies. — 
Under “city operation” are grouped gas works, watet 
works, electric central stations, sewage systems, street. 
cleaning, refuse disposal, cemeteries and crematori 
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Under the third group, “administrative functions,” are ex- 
hibited plans and mode’s of hospitals, rescue homes, poor- 
houses, lodging houses, orphan asylums, homes for widows 
and the aged and infirm, schools, churches, museums, art 
galleries, libraries, concert halls, etc. It will be noted from 
the foregoing that this exhibition is planned with the well- 
known German thoroughness so that hardly any subject of 
importance in city planning and administration is omitted. 


CROSSING WITH MANGANESE FILLER 


BY A. E. HARVEY, CHIEF ENGINEER METROPOLITAN STREET 
RAILWAY, KANSAS CITY, MO. 


The crossing recently installed at Eighteenth Street and 
Grand Avenue in Kansas City, Mo., is a new departure in 
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the flangeways. The floor of this flangeway drops from a 
depth of 11/16 in. below the top of the rail at the intersect- 
ing flangeway to a depth of 1% in. at the end of the 
manganese filler, a distance of about 2 ft., thus taking the 
bearing of the wheel at a very slight angle and so reducing 
the impact to a minimum. The tread of the wheel does not 
again bear upon the rail until it has passed both flangeways, 
and in this particular crossing not until both tracks are 
crossed. 

Several points of advantage are gained by this type of 
construction. They may be enumerated as follows: 

(1) The approach of the flange bearing to the inter- 
section is longer and receives the wheel at a lighter angle, 
tending to smooth and noiseless riding, as compared with 
the abrupt rise to a flange bearing in a crossing of the hard- 
center type, which practically amounts to the placing of a 
hard steel wedge in the flangeway and raising and dropping 
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Section through Flangeway 
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Flange-Bearing Crossing, Manganese Filler 


the line of electric railway special work. It was designed 
to do away with some of the objectionable features present 
in crossings of the hard-center or insert type. 

This crossing is built of too-lb. A. S. C. E. rail and does 
not differ materially in general features of construction 


emis (a WY 
oe Peace Y 
am aT 
ld! 1 seecall 2 ad al, 
see 5 


” 


lay — ae | : 
YG 
Section A-A 


ia 


Peat ] i 

-~—48!4-— - -—4 - 

| Groove 14"deep { } Widen ereree to 2 by 
=} ~ Fi Planing Board, 


14 Holes 


Vaem eee 


Rail and Filler 


~ fromthe ordinary open-track railway crossing. The novel 
feature of its construction is the placing between the main 


and guard rails of a solid manganese-steel filler, the top of 
which is sufficiently high to give the wheel a bearing on 
s flange. This raises the wheel-tread clear of the running 
iat there is no jar on it from the intersection of 


U e t= ty 
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the wheel abruptly. The result of this latter plan is 
damaged cars and motors and rough and noisy riding. 

(2) The wear of the rail will be governed by and cannot 
exceed the wear upon the manganese filler and the bearing 
can always be kept upon the filler by light grinding upon 
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the rail, should the manganese wear to such an extent as to 
give a bearing upon the tread at the intersections. The 
wear upon the crossing as a whole will certainly be reduced 
on account of absence of blows upon the intersections 
breaking up the structure of the crossing and the founda- 
tion. 

(3) The construction of the crossings is such as to give 
a more certain and uniform strength and a more rigid 
crossing than can be obtained in hard-center work, in solid- 
cast work or in cast-bound work, which cannot to advantage 
be constructed in a single piece on account of shrinkage. 

(4) In the construction it will be noted that in one direc- 
tion the crossing has the rigidity of two 1o0o-lb. rails, with 
but a slight cut at the crossing of the flangeway, and of a 
continuous manganese filler, all of which may be made to 
act as a beam in carrying the cross rails. This makes a 
crossing of very rigid construction. 

(5) In drawing the specifications for the construction, 
the idea was to produce a crossing of the best workmanship 
possible. This included perfect fit of fillers to the rolled 
rail and above all bolts of driving fit. This was accom- 
plished in the manganese by filling around the bolts with 
spelter. 

The crossing was installed on one of the busiest lines and 
immediately attracted the attention of the public on account 
of its smooth riding and noiseless qualities. 


COMMUNICATIONS 


SELF-PROPELLED CARS HERE AND ABROAD 


GENERAL ELECTRIC COMPANY. 


ScHEneEcrapy, N. Y., Aug. 28, 1912. 
To the Editors: 

The editorial on “Self-Propelled Cars Here and Abroad” 
and the report on the same subject in your issue of Aug. 24 
raise some very interesting questions as to the comparison 
between European and American practice in this regard. 
I believe a few comments on the characteristics of the gas- 
electric car and the reasons which have led us to advocate 
it for self-propelled service may be of interest to your 
readers. In your editorial of July 20 on the same subject, 
“Self-Propelled Cars,” you state that “the gasoline-electric 
combination owing to its superior flexibility of control is 
highly favorable for an overland service where stops must 
be made at stations and highway crossings.” While this 
is widely admitted as a rather general statement, I believe 
the real meaning of this flexible control is not usually ap- 
preciated and some of its features are worth mentioning in 
detail. 

In the minds of electric railway men, voltage control is 
generally associated with change of speed, and to one 
familiar with the operation of electric cars driven at a 
constant potential it implies that the car is capable of 
maintaining a constant tractive effort through a given range 
of speed. 
more than this. The characteristic of the electric generator 
permits overloads in current which at reduced voltages 
represent a constant output of the engine but at the same 
time a greatly increased tractive effort of the driving mo- 
tors. For example, the 100-kw generator which we use on 
our gas-electric cars has an overload capacity of roo per 
cent in current for short periods, or an overload capacity 
of 30 per cent in voltage; consequently with the same out- 
put of the engine it has a range from 400 amp at 250 volts 
to 125 amp at 800 volts. 

Series-parallel connection of the motors enables us to 
double the range of tractive effort without requiring a 
generator of special design for excessive overload capacity. 
For example, on the equipment instanced above we get a 
starting effort with motors in series of 400 amp per motor 
at 125 volts and a free running speed at 800 volts with 
62 amp per motor, or a variation in tractive effort of the 
car from 12,000 lb. at starting down to a tractive effort 
sufficient to overcome the train friction at a free running 
speed of about 50 m.p.h. 

The characteristics cited above are due to the fact that 
the engine speed is independent of the car speed, it being 
possible to produce a maximum variation of car speed while 
maintaining the generator and engine at its normal most 
eficient speed. This same advantage works conversely, 
and it is possible to slow down or shut down the engine 
while the car is coasting or slowing down for a stop. Our 
engine is equipped with an air-starting device which is 
applied automatically on opening up the throttle so that it 
is customary for the engineer to shut down his engine 
entirely when coasting into a station and not’start it again 
until he gets the conductor’s signal to go ahead. This 
characteristic results in economies in both fuel and main- 
tenance as compared with’ an equipment in which it is 
necessary to maintain the engine running at a speed propor- 
tioned to that of the car. 

Your data on European gas-electric cars seem to indicate 
‘that many of them use a storage battery auxiliary. The 
addition of a storage battery requires approximately con- 
stant potential operation. In our case cited above it would 
not be possible, with a storage battery auxiliary, to drop 
the voltage with increasing current nor to raise the voltage 
at free running speed in order to maintain a constant output 
of the engine. The addition of the storage battery would 
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increase the current capacity of the generator for starting 
purposes but at the expense of additional weight of battery 
which might better be put in a little more liberal design of 
the generator, as we have done. We feel that the argu- 
ments in favor of the storage battery auxiliary are based 
more upon impressions due to experience with constant 
potential operation than on an appreciation of the real 
meaning of voltage control, and we feel that we get more 
effective use of the material by leaving out the storage 
battery and putting the same weight into increased capacity 
of engine and generator. 

For mechanical equipment we’ have adopted a strong steel 
body and platform, as light as is consistent with the re- 
quirements of safety and strength. We have taken advan- 
tage wherever possible of the gain in efficiency to be ob- 
tained by rounded ends, smooth sides and careful designing, 
but it has not seemed advisable to us to attempt to gain in 
efficiency by departing from the standards of construction 
of wheels, axle bearings and other parts which are recog- 
nized as standard in steam railway work, It is a serious 
question how far we ought to depart from railroad stand- 
ards in order to obtain increased efficiency. Some of the 
self-propelled cars, particularly the storage battery type, 
have gone to a considerable extent in this direction in order 
to reduce the energy consumption; but it has seemed to us 
that the demand for these cars is going to come from the 
large transportation companies and the construction of the 
cars should conform to their standards as far as possible. 

The whole question of energy consumption, maintenance 
and depreciation is one that requires very careful analysis 
if one is to avoid presenting misleading figures, and a 
minute discussion would exceed the limits of this letter. 
The records of the amount of gasoline consumption on cars 
of the same weight operating under different conditions 
show that it will vary from 0.35 gal. per car mile with good 
level track and infrequent stops to 0.7 gal. per car mile 
with bad tracks, irregular profile or large number of stops. 
This in itself is a variation of 100 per cent in fuel, with 
the same weight of car. Maintenance and depreciation will 
also vary owing to the same conditions. To guarantee any 
figure on depreciation as suggested in your editorial is 
rather difficult without more data upon operating conditions 
than are generally available. I note the Hessian-Prussian 
storage battery cars allow 3% cents per car mile for battery 
renewals. Our gas-electric cars are making from 900 miles 
to 1500 miles per week, and I am free to say that if we 
should charge off 3% cents per car mile for maintenance 
and depreciation of the gasoline engine it would easily 
cover all the allowances we ordinarily make for mainte- 
nance, interest and depreciation on this part of the equip- 
ment. 

We have had very favorable results from the operation 
of these cars on a large number of steam railroads where 
they have replaced the steam trains for branch line and 
local service. One system, the Frisco lines, has purchased 
seventeen of these cars for use on ‘its lines through Okla- 
homa, Louisiana, Missouri and Texas. The Minneapolis, 
St. Paul, Rochester & Dubuque Electric Traction Company, 
known as the “Dan Patch Electric Line,” furnishing an 
interurban service at Minneapolis, is entirely equipped with 
these cars. Besides these, a number of roads, both steam 
and interurban, are operating one or two of these gas- 
electric cars on their lines, ee 

As a further comparison between European and Ameri-_ 
can practice we are finding that the greatest demand in 
this country is for our heaviest and largest types of cars, 
60 ft. to 70 ft. in length and weighing in the neighborhood 
of 50 tons light. European practice appears to run to. 
smaller both in over-all length and in total weight. 0 
cars are geared for maximum speeds of 40 m.p.h. to 
m.p-h., depending upon the weight of the car, afd are 
pected to make, safely, speeds as high as can be obtair 
with the full engine output, frequently reaching 55 m.p.h. ti 
60 m.p.h. European practice according to the data sh 
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in your report seems to incline to maximum speeds of 
20 m.p.h. to 40 m.p.h. 

We strongly believe in the future of the self-propelled 
car, and in particular that the gas-electric car as we are 
developing it, on account of its greater radius of action, its 
higher speeds and more economical use of power and 
material, is destined to play a very important part in the 
transportation industry. S. T. Dopp. 


CONSTRUCTION OF AMERICAN AND PRUSSIAN 
ACCUMULATOR CARS 


FEDERAL STORAGE BATTERY CAR COMPANY. 


SILVER Lakg, N. J., Aug. 28, 1912. 
To the Editors: 

We were very much interested in your editorial on “The 
Self-Propelled Cars Here and Abroad,” published in your 
issue of Aug. 24. As manufacturers of storage battery 
cars, we would like to supplement your remarks on the dif- 
ference between the Prussian and Beach-Edison designs for 
cross-country service. 

We are thoroughly acquainted with the storage battery 
practice of the Prussian State Railroads, for as early as 
five or six years ago our Mr. Beach secured all the data 
then available on light car construction and self-propelled 
cars of every description, principally to determine whether 
the Beach cars with the Edison battery would prove better 
and cheaper to operate than any other self-propelled cars. 

The price of $20,000 which you quote on the standard 
Prussian car really covers two short-coupled or articulated 
cars. Instead of being mounted on trucks, each car is 
carried on two pairs of axles, one placed under the front 
end and one under the rear end of the body. The pedestal, 
and in fact the entire body support, is the same as what we 
call our Continental truck of four wheels and two axles, 
which we have used for some time. ‘The important excep- 
tion, of course, is that we rotate the wheel on the axle, 
thereby eliminating 30 per cent to 50 per cent of the friction 
losses, whereas the German cars use the ordinary arrange- 
ment with the wheel pressed rigidly on the axle and with 
plain bearings. In our Continental type, one unit of which 
seats forty-five passengers, we use a heavy steel under- 
frame, whereas the Germans use a wooden underframe. 
Two of our Continental type cars would seat ninety passen- 
gets and would cost $22,000. They would have a battery of 
108 kw-hr. to 136 kw-hr. capacity, weighing 8000 lb., or 
go lb. per seat. The German battery, which has a capacity 
of 114 kw-hr., weighs a little over 38,000 Ib., or almost 370 
Ib. per seat capacity. The twin cars would weigh 54,000 
Ib. gross, equivalent to 600 Ib. per seat, whereas the corre- 
sponding German cars weigh 1100 lb. to 1200 Ib. per seat. 

The $2,000 difference in cost between our twin car seat- 
ing ninety passengers and the German twin car seating 100 
to 104 passengers is due largely to the fact that we use a 
very expensive steel sub-frame, which also serves as a 
truck frame in our Continental type truck, and to get the 
independent wheel action and reduced friction losses we use 
‘a bearing in each wheel that costs approximately $50 per 
wheel. On the other hand, the German cars are of wood 
and their plain bearings with the rigid wheel cost approxi- 
mately $9 per wheel. The fact that the German cars are 
used only for third-class and fourth-class passenger traffic 
indicates at once that the interior finish must be extremely 
cheap and plain. For instance, a photograph of the interior 
of one of these cars shows that they have no ceilings, that 
plain slats are used for the seats, that the windows are very 
small and that there is only one entrance on each side of 
the car. 

As to the performances of our larger cars, one of our 
27,000-Ib., forty-five-seat cars averaged a speed of 39 m.p.h., 
with high gear ratio and with full seated load, with and 
against wind resistance on level track in some tests made on 
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the Erie Railroad. This car is now operating over 25 miles 
of steam railroad track, but since it was delivered three 
months ago the company has built for special service by 
means of this car an extension which is 2% miles long 
with a continuous grade of 5 per cent for the entire dis- 
tance. Five intermediate stops are made in this service. 
To meet these harder conditions, we merely changed the 
gear ratio to get a maximum speed of 25 m.p.h. on the level, 
which was what the railroad really wanted, and no other 
changes were needed to make this car operate with maxi- 
mum load capacity. On a single charge of the battery, this 
car ran for 80 miles with regular traffic, stops, etc., but not 
including the 2%-mile extension and its 5 per cent grade. 
This run did, however, include several grades up to 3% per 
cent. Under the approved and accepted tests of the railroad 
company, one of these cars has also developed a capacity of 
280 miles in eighteen hours by charging four hours at night 
at the normal rate and making intermediate charges at the 
high rate during the day for another four hours. None of 
these intermediate charges exceeded thirty minutes. This 
method of charging, of course, is one of the important fea- 
tures of the Edison battery. 

In the same service, with a load of 3000 lb. of express 
and passengers, or a total of 15 tons, one of these cars 
averaged 704 watt-hours energy consumption per ton mile 
for the entire day. This is equivalent to 47 watt-hours per 
ton mile, including all stops, grades, etc., in regular service. 
On level track, before shipment, the same car averaged 31 
watt-hours per ton-mile, with full seated load. 

One of these cars on the C. & I. Railroad (and elsewhere) 
averages the following costs in cents per car mile based on 
runs of 130 miles to 170 miles a day: 


PLCC eta le Sieh Veneer MME sala! Aiy/.< 210’ e1s:¢°Ciala e(ePAtOa fog. Sisuers aus tAGa/@ uo 90M 1.50 
Platform labor of four men, ten hours each, at 17 cents; or two men 
ten. voOUTS eaonvAaris4 cents an” ROUT. 2 ce deasice H.2 69 'caee eedeeaes Or 
Labor, repairs, one man three Hours a day........:ccccsvceceveece 0.50 
MMaterial cir Gpains ne sateamreieavela tes, otoicld«, Sisto, als siete. TialeLPe suere Sain wreyaters 0.93 
Battery maintenance—flushing with water and renewing solution 
entixely ‘every: eight) mOmthaiye)s is v0 dla c's fete cals alee SB ab lwleve a see 0.20 
IGOtal Ain. CENLS. PLU CALMENLLES, di)e sis. clesinle 1 ah sagisie a teeta Speed Rass 8.80 


The platform labor would be the same for two cars as 
for one if operated together, and the other items would be 
double. This would make the cost of a two-car ninety-seat 
train 13.5 cents per car mile. The foregoing figures have 
been obtained. with a battery that requires absolutely no 
other maintenance items than those stated, that is guar- 
anteed to maintain its original capacity without any re- 
newals or repairs for four years and that actually has 
maintained its original capacity without renewals and re- 
pairs in seven years of commercial service. Under our 
guarantee it actually costs less than 0.2 cent to maintain 
the battery of a twenty-six passenger car of standard con- 
struction and operating at a maximum speed of 25 m.p.h. 
lf the battery of this smaller car was entirely discarded and 
a new one installed every four years, at the end of the 
guaranteed life the amortization or pro-rate of its cost for 
four years’ service, including the slight maintenance charge: 
mentioned, would be less than o.8 cent per car mile. 

Le Roy Scort, Sales Manager. 


At the Boston convention of the American Institute of 
Electrical Engineers, a paper was presented by H. G. Stott 
and Haylett O'Neill, having as its object the introduction 
of a new unit of power which would afford a basis for 
comparing converters of energy in its terms. The unit was 
called the “myrawatt,” derived from the Greek word mean- 
ing 10,000, and was to be the equivalent of to kilowatts. 
One reason for this was that when expressed in b.t.u. per 
hour the myrawatt differs only 2 per cent from the boiler 
horse-power and consequently the two terms are practically 
interchangeable. The new unit would then serve as a 
measure for the power of both boilers and turbines and the 
over-all efficiency of a complete plant could be expressed as 
output divided by input. 
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CHICAGO WAGE ADJUSTMENT 


After a series of conferences extending over a period of 
one month, it appears that virtual agreement has been 
reached between the Chicago surface and elevated rail- 
ways and their employees. As has been the case for a 
number of years, the renewing of the three-year working 
agreement resulted in a controversy over certain demands 
on: the part of the employees. These demands included a 
rearrangement of the working shifts, so as to reduce the 
total number of hours required to complete the day, and an 
increase in wages. 

As there were four companies involved, the representa- 
tives of the employees wanted the adjustment made at a 
general conference and a uniform contract for all the 
trainmen in the city. The officials of the railway compa- 
nies could not agree to this proposal, but each tried to make 
the best adjustment possible with its own employees. The 
working conditions were taken up first with a view that 
certain concessions made by the trainmen would make the 
wage adjustment a clearer issue. It seems that all was 
going along as smoothly as could be expected under the con- 
ditions and the representatives of the trainmen agreed to a 
truce which would enable the managers of the properties 
concerned to consult with their respective financial inter- 
ests relative to how much of a wage increase could be 
offered. On the return of the presidents of railway com- 
panies the conferences were taken up again, but owing to 
the precedence given several important matters before the 
wage offer was presented, the representatives of the train- 
men decided that progress was too slow and called on Mayor 
Harrison to intercede in their behalf. The Mayor called a 
joint conference of the representatives of all parties inter- 
ested, and after considerable parleying, which lasted about 
one week, the following adjustment has been reached and 
is now before the men for ballot: 


Old Scale New Scale 
UrSt ps LULEC TIONS she oc es inleee 23 cents per hr, 3 cents per hr. 
Second three months............ 23 cents per hr. 25 cents per hr. 
Seconds six months... ahs saci bmis -< 25 cents per hr. 26 cents per hr. 
rd ee Sike an Onehg seas is ateeters eieteke 25 cents per hr. 27 cents per hr. 
Fourth  aix) -NiOnths, .cioc.cc vinviet oe 26 cents per hr. 28 cents per hr. 
Third year cents per hr. 29 cents per hr. 
Fourth year cents per hr. 31 cents per hr, 
Fifth year cents per hr. 31 cents per hr. 
Sixth year 30 cents per hr. 31 cents per hr. 


At first this offer was refused, but at later conferences, in 
which the wages of carhousemen and those who work on 
supply cars, sprinklers and sweepers were discussed, an in- 
crease was offered which ended in the settlement of the 
whole wage question so far as the representatives of the 
men and the railway companies were concerned. The lat- 
ter increase, which was acceptable, is as follows: 


WaceEs PER Day 


First Year Second Year Thereafter 
Repair, inspectors, dopers........ $2.05 $2.40 $2.60 
Janitors; terminal men, .. 0... a. 1.81 2.20 2.20 
Cag clearlers thei5 Mente mvaeaieses 1.81 2.20 2.20 
Cat pplacers’ydscntaesties eheetit ope vee 2.05 2.45 2.45 
WacEs PER Hour 

Motormen on sprinklers, cinder and 

SUPDIM CATS -nuhs dis stele werteregey Mere .27 27 .27 
Condtctors of Same .wae sce ese 121 21 -21 
Snow plow and sweeper crew..... .35 35 330 


Night crews are paid a minimum of $2.50 for six hours 
and maximum of $3 for eight hours’ work. 

The contract for surface trainmen has been submitted 
to vote and includes the following clauses in regard to 
runs: ; 

“The hours of service for trainmen shall be on the basis 
of a maximum of eleven hours and a minimum of nine 
hours (except Sunday), it being understood that all runs 
shall be made as near ten hours as possible; the company 
shall post no schedule runs of less than nine hours, and 
in case any such run shall be less than nine hours the com- 
pany shall pay nine hours’ time therefor: all runs on Sun- 
days shall average not to exceed eight hours, to be com- 
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pleted within ten consecutive hours; all Sunday runs under 
eight hours shall be paid for at actual time only. 

“The company agrees, however, not to decrease the pres- 
ent percentage of weekday straight runs or to increase the 
consecutive hours in which a day’s work shall be com- 
pleted. The company further agrees to endeavor earnestly 
to increase the present percentage of weekday straight 
runs and to decrease the consecutive hours in which a 
day’s work shall be compieted. 

“The company further agrees to reduce to the lowest 
possible minimum all swing runs of over fifteen consecu- 
tive hours. In the natural increase of the company’s busi- 
ness these respective percentages of weekday straight runs 
and weekday swing runs shall not be decreased. Straight 
runs shall have a fallback of approximately twenty-five 
minutes for lunch. The company shall have the right to fix 
the number of cars running at all hours and the length of 
time they shall be on the street, endeavoring at all times 
to make the work as agreeable to the men as will be con- 
sistent with the foregoing. 

“The company agrees that men held for baseball extras, 
special trolley parties and church extras shall be paid from 
reporting time until relieved from duty. When regular 
men are detailed for any of the above work and thereby 
lose their regular day’s work they shall receive their sched- 
uled day’s pay therefor. 

“Trainmen shall be allowed ten minutes’ time on all pull- 
outs for the preparation of cars, and five minutes after fin- 
ishing the day’s run for preparing themselves and their 
cars, setting up, making reports, or performing such other 
duties as may be required by the company in the prepara- 
tion for or the completion of the day’s work. 

“The company shall endeavor at all times to maintain an 
adequate and proper extra list. 

“Trainmen shall be paid for time in making out reports. 

“Trainmen shall receive 25 cents per day additional while 
instructing students.” . 

It is generally believed that the wage offer and changed 
working agreement will be accepted. The balloting on the 
contract began on Aug. 29 and was closed on Aug. 30. The 
questions submitted to the men read as follows: “Shall 
the agreement offered by the company be accepted or shall 
we submit the entire matter to arbitration? Those voting 
“Yes’ are in favor of accepting. Those voting ‘No’ are op- 
posed to accepting and in favor of submitting the entire 
matter to arbitration.” 

The details of the wage adjustment for the elevated 
roads are unsettled as yet, and their consideration was post- 
poned until the agreement reached on the surface lines had 
been ratified by the men. A conference has been arranged 
for Aug. 31, when the questions involved will be disposed 
of by the representatives of the employees and President 
B. I. Budd of the elevated companies. 


DECREE IN THE LINCOLN HIGH-TENSION CASE 


The Circuit Court of Logan County, Ill, Judge Harris 
presiding, has handed down a decree in the case of the 
American Telephone & Telegraph Company versus the 
Springfield & Northeastern Traction Company, the opinion 
in which was abstracted in the issue of the ELecrric RAIL- 
WAY JOURNAL of last week. The court found that the over-. 
building of the complainant’s telephone line in Lincoln by 
the defendant’s 33,000-volt, three-phase transmission line 
created a condition of unreasonable danger and was not 
approved or proper construction. Furthermore, the court 
found that this overbuilding endangered life and property 


through the lack of approved safeguards and protective | 
devices and the resulting possibility of mutual contact be-— 


tween the two systems. Counsel for the defendant, which 
is one of the constituent companies of the Illinois Traction 


System, have taken exception to the findings of the court. 


AUGUST 31, 1912.] 
ONEIDA PARABOLIC-END CARS 


The accompanying illustrations show one of the two new 
semi-steel parabolic-end cars of the Oneida Railway ready 
for shipment from the works of the G. C. Kuhlman Car 
Company. A detailed description of these cars appeared 


in the Erectrric Ratrway Journar of July 6, 1912, but in 
view of their completion it may be proper to recapitulate 
some of the more important features. 


The body is 52 ft. 


Parabolic-End Car, Looking Toward Observation Windows 


3% in. over the platform and 4o ft. over the corner posts. 
The parabolic front is 7 ft. 3 in. long and the rear vestibule 
5 ft. % in. long. The lengths of the several divisions are 
as follows: Main passenger compartment, 28 ft. 3 in.; 
smoking compartment, 11 ft. 9 in.; observation compart- 
ment, 7 ft. 3 in., and motorman’s cab, 7 ft. 5 9/16 in. The 
extreme width of the car is 8 ft. 6 in. and the height from 
the top of the rail to the top of the trolley board on the 
flat-arch roof is 12 ft. 11% in. The bottom framing is of 
steel channels and I-beams. A 3/16-in. plate is used for the 
paneling below the windows, and ash framing is used above, 
except that the letter panel and the face of the posts are of 
sheet steel. The roof, which is reinforced- with ™%-in. x 
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the tracks of the West Shore Railway between Utica and 
Syracuse. 


DURABLE AND SANITARY CAR FLOORING 


One of the interesting developments of modern car con- 
struction is the use of composition floorings to secure a 
degree of durability, cleanliness and freedom from fire 
which is not possible with the wooden floor. Concrete 
was tried first, but it had the defects of excessive weight 
and of cracking in service. About ten years ago an inven- 
tivé German prepared a composition of various substances, 
all of which were more or less flexible, and the principal 
ingredients of this material are still in use. In the original 
construction the wooden floor was retained as a base, the 
composition being spread over it to the depth of 1 in. and 
then keyed by means of nails driven up through the floor 
at regular intervals. The next development in car flooring 
was the use of corrugated material running crosswise in 
the car, each sheet being cut to lengths of from 9g ft. to 
9 ft. 8 in. or the entire width of the car, with an I-beam 
in the middle to shorten the span. Expanded metal was 


Section of Car Flooring 


then fastened to the top of the corrugated sheets and used 
to key the composition to the flooring material. Owing to 
the high cost of this expanded metal it was found necessary 
to discover a less expensive method and 1-in. x %4-in. bar 
cleats were adopted as a key for the composition. Among 
the latest combinations is the Keystone car flooring with 
its dovetail corrugated design as illustrated. This floor 
embodies the advantage of having a heavier strip under the 
seats. It was first applied to cars by the maker, the Berger 
Manufacturing Company, Canton, Ohio, in Southern states 
where it was necessary to satisfy rigid sanitary regula- 
tions. With the advent of the steel car the use of this 
flooring has become more general. This floor construction 


Exterior of Parabolic-End Car 


14-in. steel carlines, carries fourteen automatic ventilators. 
The headlining is of artificial lumber. The interior finish 
is of African mahogany with inlaid lines of white holly and 
brushed bronze trimmings. Most of the seats are of the 
reversible cross-seat type, upholstered in Royal Wilton in 
the passenger compartment and in leather in the smoking 
and observation compartments. These seats are 372 in. 
long over the mahogany arm rests and have a 33-in. cushion. 
They are spaced 33 in. The cars will be used for the 
high-speed service conducted by the Oneida Railway over 


is said to be free from cracks and checks due to tempera- 
ture changes or to the jar or vibration of the car. 

One of the principal features of this floor is the fact 
that it can be cleaned merely by turning a hose directly 
upon it. As the composition presents an impervious sur- 
face, the floor may be thoroughly scoured without injury 
through the absorption of moisture. When this composi- 
tion floor is covered with carpet the carpet is detached from 
the buttons set in the composition, rolled up and then the 
floor is ready for cleaning. 
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FIELD CONTROL ON THE PENNSYLVANIA RAILROAD 
LOCOMOTIVES 


An aggregate delay of but thirteen minutes chargeable 
to clectrical apparatus on thirty-three locomotives for a 
yeai is the performance of the electric locomotives of the 
Pennsylvania Tunnel & Terminal Company, operating out 
of New York City. During the year 1911 the performance 
of this equipment was as follows: Total locomotive miles, 
909,238; maximum miles 
per locomotive, 56,000, 
and average mileage per 
locomotive, 25,975. 

The field control of 
these locomotives is of 
interest not only because 
of this maintenance 
record but also because 
of the several unusual 
features hereinafter de- 
scribed. The first twenty- 
four locomotives were 
described in the ELec- 
TRIC RatLway JOURNAL 
for Nov. 6, I909, page 
g82, and the second lot 
of nine in the issue for 
March 4, 1911, page 388. 
The present article gives 
the first extended ac- 
count of the control 
system. 

The method of: con- 
trolling motors by shunt- 
ing their fields was ap- 
plied in the early days of 
electric traction, but was finally abandoned owing to 
the poor operation of the pioneer motors. Later the 
Westinghouse company developed commutating-pole rail- 
way motors for field control that commutate and operate 
successfully. The New York, New Haven & Hartford 
Railroad used shunted field control for d.c. operation on 


Pennsylvania Locomotive— 
Grounding Switch 
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mum or full field and the other with normal or half field in 
circuit. In each case there are two transition positions 
between full-field and normal-field positions in which re- 
sistance is shunted across the motor fields. Thus these 
locomotives have four running positions. Each locomotive 


consists of two units each complete in itself and inter- 
changeable so that at any time either half of any locomotive 
may be coupled to any other half locomotive. 


Pennsylvania Locomotive—z2ooo-hp Commutating-Pole 
Motor 


As shown the master controller has a lever-handle which 
has but a comparatively small amount of travel, similat to 
that of a steam locomotive throttle. However, by means 
of a gear connection, this small movement is multiplied in 
transmission to the controller drum. 

The extremely quick-acting circuit-breaker shown in 


Pennsylvania Locomotive—Front and Back of Circuit-Breaker; Master Controller 


its original locomotives. While the Pennsylvania Rail- 
road locomotives were being constructed a special-type 
field control was developed for controlling the large 
2000-hp commutating-pole motors which drive them. The 
field of each Pennsylvania locomotive motor is divided 
into two parts, and in both series and parallel running there 
are two running points. One running position is with maxi- 


the illustrations is used. Because of its size it operates. 
differently from the ordinary line switch or circuit-breaker 
in that it can be tripped without first releasing the air from 
the main cylinder. By its quick action the extent of damage 
from short-circuit is greatly decreased. This main circuit- 
breaker is of high capacity. It may be opened and closed 
by opening and closing the low-voltage circuit which leads. 
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to the magnet valve that admits compressed air to the 
operating cylinder, or it may be opened automatically by 
means of a magnetic trip. The motor current passes through 
the coil of this tripping magnet, and if the current through 
the circuit-breaker becomes higher than that for which the 
breaker is adjusted the plunger lifts and, striking against 
the trip, causes the breaker to open. The movement of the 
main contact when opening and closing is the same as in 
Westinghouse unit switches. The operating mechanism is 
different, the movable contact arm not being connected 
directly to the piston rod but to the upper end of a guide 
rod operated by a vertical movement of this rod, which is 
connected through a system of levers to the piston of the 
operating cylinder on one side and to the overload device 
on the other side, through a tripping lever. 

These circuit-breakers are inclosed in iron cases. The 
are chute in which the main contacts are contained is open 
so as to give room for the copper gases to vent when the 
breaker opens from excessive current. Blow-out magnets 
are located on each side of the arc chute opposite the con- 
tacts. The circuit-breakers are located one on each loco- 
motive unit, near the cab partition adjacent to the switch 
groups, the arc chute venting toward the center passageway 
between the switch groups. 

As an emergency provision, in order to kill the third-rail 
for any reason, the short-circuiting or grounding switch 
shown on page 338 is placed on each half of the locomotive. 
It is operated by a pull lever projecting through the floor on 
the left side of cab. The closing of this switch unprotected 
by fuses causes a dead ground which is ample to trip the 
breakers at the substations and thereby to cut off power. 
The other illustration on page 338 shows the motor com- 
plete. 


THE SUPERHEATER OF THE HEINE BOILER 


There are a number of methods of installing superheaters, 
the most common being that in which the superheater is 
placed in the path of the combustion gases after they have 
passed over a part of the boiler tube surface. As the 
first pass in the boiler absorbs as much as 50 per cent of the 
heat in the gases, their temperature when passing over the 
superheater surface is comparatively low, and hence the 
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Novel Superheater Arrangement 


superheater surface must be quite large. It is difficult to 
obtain adjustment or close regulation of superheat with this 
arrangement. If the volume of combustion gases and their 
temperature varied always in exact accordance with the 
amount of steam generated and passing through the super- 
heater, the degree of superheat would be practically con- 
stant. But the amount of air used to burn a pound of coal, 
the temperature of the fire, and therefore the temperature of 
the gases after they have passed over part of the boiler sur- 
face and come in contact with the superheater surface, vary 
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even with constant boiler load, and since the load varies 
with boiler pressure and the demand for steam, there are 
likely to be wide fluctuations in steam temperature when 
a superheater is installed in this manner. 

Superheaters are also installed in the path of combus- 
tion gases before entering the fire tubes of a return tubular 
boiler, but here again the same reasons apply to explain 
why constant or adjustable superheat is not obtained. This 
also applies to superheaters installed in the gases escaping 
from the boiler. 

It has been found, therefore, that in order to secure con- 
stant superheat it is necessary to control the volume of 
gases which passes over the superheater surface. A recent 
method is described in a paper read before the Institution of 
Naval Architects, March 28, 1912, by Harold E. Yarrow. 
Here part of the boiler surface on one side of the Yarrow 
boiler is replaced by superheater surface, and the combus- 
tion gases rising from the fuel bed in the center are divided 
between the boiler surface on one side and the boiler and 
superheater surface on the other. On one side there are 
3247 sq. ft. of boiler surface and on the other side 2188 
sq. ft. of boiler surface and 1265 sq. ft. of superheater sur- 
face. A damper in the outlet of the superheater side con- 
trols the amount of gases passing over the boiler and super- 
heater surface in this portion of the setting and controls the 
superheat. 

Another method of installing a superheater is illustrated 
by the accompanying drawing of the Heine superheater. 
This device consists of a heater box into one side of which 
are inserted U-tubes made of 114-in. seamless-drawn mild- 
steel tubing, expanded into holes provided for them. Hol- 
low staybolts are used in the header and provide means for 
introducing a soot blower in order to keep the exterior sur- 
faces of the superheater tubes free from soot. The header 
box is divided into three compartments, so that the steam 
makes four passes in passing through the tube surface. 

The superheater is located at the side of the shell toward 
the front of the boiler, and a small flue built in the side 
walls of the setting carries hot gas from the furnace into 
the superheater chamber. The gases passing up this flue 
come in contact with only a small part of the boiler sur- 
face and then enter the superheater chamber, making two 
passes over the superheater surface. Ac- 
cording to a number of experiments, includ- 
ing tests at the new Grand Central heating 
plant in New York City, containing 6000 hp 
of Heine boilers and superheaters, the tem- 
perature of the gases entering the super- 
heater is about 1500 deg. Fahr. The average 
gas temperature is thus about 1000 deg. 
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BY Fahr., and with an average steam tempera- 
fn ture of 425 deg. the difference in temperature 
NY is 575 deg. With superheaters installed in 
SEY) the path of the boiler gas, the average gas 
ry temperature is in the neighborhood of 700 


deg. or 800 deg., and the difference in tem- 
perature determining the rate of heat trans- 
mission is 275 deg to 375 deg. Consequently 
with the first arrangement higher super- 
heats may be obtained and each square foot 
of superheater surface has a greater ca- 
pacity. 

In several respects the Heine design is 
similar to an independently fired superheater. But with the 
latter type control of the steam temperature can be secured 
only by control of the combustion. The steam supply to 
the superheater must never fall off, or else the tubes will 
be overheated before combustion can be checked and the 
furnace cooled. 

By installing the superheater as shown, the advantages 
of the independently fired superheater are obtained without 
the disadvantages. A damper in the outlet of the super- 
heater setting controls the volume of hot gases used and 
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can shut off the flow of combustion gases entirely when no 
superheat is desired or when the load goes off. 

This arrangement makes it unnecessary to flood the 
superheater and avoids accumulation of mud and scale in 
the tubes. By setting the damper at different positions up 
to the full opening any desired degree of superheat may be 
obtained. The damper may be regulated by hand from the 
front of the boiler or automatically by a simple automatic 
damper control installed in conjunction with the super- 
heater. With this equipment the temperature of the super- 
heat is controlled to within 50 deg. of any desired figure 
as shown by actual results obtained in installations of this 


type. 


OVERHEAD CONSTRUCTION ON 2400-VOLT BUTTE, 
ANACONDA & PACIFIC RAILWAY 


Overhead construction in connection with the electrifica- 
tion of the Butte, Anaconda & Pacific Railway, the first 
road in this country to be electrified for operation on as high 
a voltage as 2400 volts direct current, involves a number of 
noteworthy features. As described in the Erecrric Ratr- 
way Journat for Feb. 10, page 241, the section of the road 
to be equipped lies between Butte and Anaconda, Mont., and 
comprises about 30 miles of main-line single track, the entire 
single-track mileage, including the sidings, yards, smelter 
tracks, etc., approximating 114 miles. Of this a total of go 
miles is now being electrified, and the remaining 24 miles, 
embracing the mine tracks on Butte Hill, minor sidings, 
etc., will continue to be operated by steam, although it is 
probable that the entire system will be electrified at an early 
date. The electrification has been designed and the ap- 
paratus is being furnished throughout by the General 
Electric Company. 

Flexibility is to be the essential characteristic of the over- 
head conductor system. A special type of flexible catenary 
trolley suspension will be used over the larger part of the 
road, while direct suspension will be employed over some of 
the sidings and smelter tracks. Single No. 0000 copper 
trolley wire is to be used throughout, and single %4-in. gal- 
vanized-steel messenger cable will be strung for the 
catenary suspension, which will be supported every 150 ft. 
by side brackets on the main line and by cross-span con- 
struction in the yards. 

Numerous yards are to be electrified. At many points in 
the yards six or eight tracks will have to be crossed, and 
the span wire will be supported in turn by a catenary cross 
span. In one place it will be necessary to span twelve 
tracks, which will be accomplished by using a third pole 
between the eighth and ninth tracks. All cross-span and 
bracket construction will be mounted on wood poles. 

The cross spans, guys and anchors are to be insulated for 
2400 volts by wood-strain insulators having a 12-in. break 
between the metal ends, this break distance having been 


Flexible Pull-Off for Contact Wire on Curves 


determined from tests made by the Butte, Anaconda & 
Pacific Railroad as being suitable for its particular con- 
ditions. The insulators are made of selected second-growth 
hickory, oil-impregnated and finished with transparent var- 
nish. The metal end caps are protected from corrosion by 
sherardizing. Insulation where bracket construction exists 
is provided by porcelain insulators 3% in. high by 4% in. 
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in diameter. The small portion of the line where the 

ordinary method of direct suspension from side brackets is 

employed will be insulated for 2400 volts by wood-strain 
insulators. 

The catenary system to be installed will have eleven 
points of suspension between the messenger cable and the 
trolley wire within the 150-ft. pole spacing on tangent track, 

the resultant. distance between hangers 

averaging 13.6 ft. Between the messenger 
and the trolley wire the deflection will 
measure 28 in. at the points of support and 

8 in. at the center of the span. 

In order to provide great flexibility special 
hangers will be used. These are designed 
with extra long loops, so that at all times the 
rise of the trolley wire will be limited only 
by the upward pressure of the pantograph 
collector. The hangers consist of two dupli- 
cate malleable-iron castings riveted to the 
ends of a %-in. x 5@-in. steel strap, which 
loops over the messenger cable, and the 
malleable clamps are fastened to the trolley 
wire by a single bolt in one operation. 

Flexibility is also obtained on large radius 
curves, which will be taken at reasonably 
high speed, by the use of specially designed 
flexible pull-offs, consisting of separate mes- 

- senger and trolley clamps with an extended 
yoke to provide necessary clearance for the 
collector. The messenger and trolley wires 
are maintained in their proper positions by 
a strut located approximately 3 ft. from the 
wires. These new extended yoke trolley pull- 

offs will be used not only on the main line but also on the 
direct suspension construction to provide clearance for the 
collector. In the yard construction ordinary rigid pull-off 
hangers connecting the messenger cable and trolley wire will 
be employed. All metal parts subject to corrosion are pro- 
tected by sherardizing. : 

Flexibility at the anchor points is obtained by overlapping 
the adjacent ends of the trolley wires for 150 ft., the end 
of each wire being anchored independently. The particular 
advantage of this method of anchoring lies in the oppor- 
tunity to remove slack in the trolley wire by turnbuckles 
placed near the anchorage points. A special splicer for 
connecting the ends of the trolley wire and the anchor 
cable has been designed with excess mechanical strength. 

Two methods of sectionalizing the line will be used, in 
neither of which is the supply of power interrupted as the 
collector passes from one section to another. For main- 
line high-speed operation the overhead construction is 
arranged so that the ends of the section overlap and are 
anchored and insulated independently. These parallel wires 
are spaced 12 in. apart, which distance is bridged by the 
pantograph collector. 

For side lines and yard work a section insulator provided 
with 24 in. of wooden insulation on the runway is to be 
used. Wooden side bars carrying overlapping ends of the 
adjacent sections constitute the trolley circuit in this case, 
thus assuring non-interruption of energy. 

At several points where crossings of the 2400-volt line 
and 600-volt lines occur on grades local conditions are 
encountered which permit dead sections on the lines, and 
this allows the cars on both roads to coast over the crossing. 
Under other conditions it is necessary to provide a com- 
mutating zone, which is energized by means of a double 
pole switch from the particular circuit upon which it is 
desired to operate the car. For the 2400-volt circuit it will 
also be necessary to provide a protecting zone of sufficient 
length to eliminate short-circuiting from a rear pantograph, 
through the common busbar and the front pantograph, t 
the commutating zone when the switch might be thrown t 
the 600-volt line. . — 
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News of Electric Railways 


John R. Graham on Franchise Renewal in Bangor, Maine 


The Bangor (Maine) Railway & Electric Company has 
declined to accept the proposition made by the City Council 
of Bangor in relation to the renewal of franchises for 
twenty-five years. The company, through its president, 
John R. Graham, has written to the Council in part as 
follows: 

“At a meeting of the City Council on Aug. 2 an order 
was passed granting to the Bangor Street Railway a re- 
newal of the street railway and other location rights in the 
streets of the city. So far this company has received no 
official notification of the passage of the order, but, inasmuch 
as the validity of the order depends upon its acceptance 
within sixty days from passage, it seems proper that the 
city should know immediately the position of this company. 

“As a result of negotiations between the president of this 
company and the city commenced nearly a year ago, a propo- 
sition was submitted to the city to pay an annual sum in 
return for renewal of its locations and for the privilege of 
operating its cars over the Bangor-Brewer bridge. After- 
ward it was thought best to separate the propositions on 
the ground that they were independent, one relating wholly 
to the city of Bangor, the other to the cities of Bangor and 
Brewer. Thereupon new propositions were submitted by 
this company, stating the sums it was willing to pay in re- 
turn for renewals of its locations in the streets of the citv 
and for the privilege of operating its cars over the bridge. 
The City Council then passed the order of Aug. 2 renewing 
the locations upon conditions materially different from the 
proposition submitted by this company, one of which was 
that in part consideration for the renewals of the locations 
the company should lay tracks and operate its railroad over 
the Bangor-Brewer bridge. 

“Tt is impossible for the Bangor Railway & Electric Com- 
pany to accept the conditions of the order. The renewals 
are granted to the Bangor Street Railway, which has no 
authority to operate a street railway in the city, having 
conveyed its property and franchises to the Public Works 
Company, which in turn conveyed its property and fran- 
chises to the Bangor Railway & Electric Company, all of 
which has been done by authority of the Legislature. The 
franchises granted the Bangor Street Railway to operate a 
street railroad have been transferred to the Bangor Railway 
& Electric Company, which is the only corporation author- 
ized to operate a street railway at the present time in Bangor 
and Brewer. 

“Assuming for a moment that the Bangor Street Railway 
has authority to operate a street railroad in the city, under 
the provisions of the order, after this company has paid the 
city the sums fixed by the order, no other company having 
any property or means of paying, it will then be obliged 
to pay an additional sum not determined for every car run- 
ning over the tracks because every car which runs over the 
tracks in the city is owned by the Bangor Railway & Elec- 
tric Company. The Bangor Street Railway owns no cars or 
other property. Such a proposition is unjust and it cannot 
be possible that the City Council intended the company 
should pay double compensation. If it did, then it has at- 
tempted to accomplish by a subterfuge what it was well 
- aware it could not accomplish by a straight, above-board 
agreement. . 

“The method proposed by the order for computing the 
amount to be paid in the last twelve and one-half years of 
the term is not clear, neither is it satisfactory, and it must 
necessarily result in friction and perhaps litigation, which 

should be avoided. 

“While the company does not recognize the right of the 
City Council to attach to the order renewing its locations 
conditions other than contained in the charter of the origi- 

nal company, it will not object to the condition that the 
company shall operate its cars across the Bangor-Brewer 
bridge, provided a reasonable contract can be made between 
the two cities and the company, but the right to attach to 
the renewal of the order a’ condition that the company shall 
operate its cars in Brewer or even across the bridge cannot 
he admitted. As already stated, the company will not ob- 


ject, provided satisfactory arrangements can be made with 
the two cities. The objections to the order granting the 
renewal of locations apply with equal force to the proposed 
bridge contract. 

“For reasons above stated this company feels it is justified 
in refusing to accept the order in its present form. This 
company is anxious that all questions involved in the re- 
newal of its locations be amicably adjusted at the present 
time and is willing to do everything in its power to accom- 
plish that result, but its rights are fixed by the original 
charter and subsequent acts of the Legislature. It feels 
therefore that it is justified in insisting upon those rights. 

“Tf the city insists that the matter has been settled by 
the passage of the order of Aug. 2, then this company can- 
not accept the order in its present form. If, on the other 
hand, the city desires to amend the order so that it shall 
fairly and clearly meet the propositions submitted, then this 
company will be pleased to accept the order promptly.” 


Proposed Competitive Utility Plant in Portland, Ore. 


B. S. Josselyn, president of the Portland (Ore.) Railway, 
Light & Power Company, has sent a letter to Mayor Rush- 
light and. the City Council of Portland in reference to 
the Northwestern Electric Company, which is seeking a 
franchise to furnish light and power service in Port- 
land in competition with the existing company. This is 
in answer to a communication sent to the Mayor and the 
Council recently by Herbert Fleishhacker, president of the 
Northwestern Electric Company, in which the purposes of 
the Northwestern company in seeking a franchise in Port- 
land were discussed. 

The following is part of the conclusion of Mr. Josselyn’s 
letter: 

“The position of the company that I represent on the 
pending matter is not based upon the unusual method of 
operation indulged in by these promoters but upon a broader 
principle. We have said frequently that we favor reason- 
able regulation. It is the only sound modern doctrine for 
the conduct of a public utility. It is on the hope of public 
regulation that we base the theory that to duplicate our 
present plant is a mere waste of money and a burden upon 
the consumer. 

“There must be strong reasons when the Public Utility 
Commissions of New York, Massachusetts, New Jersey, 
Wisconsin, Ohio, Kansas and California will rule against 
the duplication of public utility plants of the same character 
and rendering the same service in the same community. 
Their reasoning, as applied to Portland, would mean that 
to duplicate existing conditions would produce a yearly 
interest charge of $500,000 coming solely from the duplica- 
tion. In other words, Portland would have to pay $500,000 
more for its electric light in consequence of this increased 
investment. It does not matter what this theory eventually 
leads to, the one thing which all citizens are interested in 
is the cost of electric service, and no amount of figuring or 
sophistry can change the situation that interest upon all 
investments will have to be paid by the public. 

“Only ninety days remain before the people will vote 
upon the new public utility act. There may be some differ- 
ences of opinion as to the merits of this law. I have at 
no time been entirely satisfied with it, believing as I do that 
it is too severe upon the public utility companies. 

“For instance, it provides that when the commission fixes 
the rate for electric light service it is prima facie lawful 


‘and goes into effect upon the signing of the order; that if 


the public utility concern is dissatisfied it can seek redress 
in the courts, but the order remains in effect until a deci- 
sion is reached upon the case. This means that if an in- 
justice is done the company by the order it will have to 
bear it until the courts find otherwise. 

“Regardless of this, we believe in a regulative act. For in 
this regulation comes security to the investor in public 
utility companies and a formation of a forum for the com- 
pany and its customers to adjudicate their differences. It 
will bring the two together in a closer and more friendly 
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relation. With this in sight it would appear that the wise 
and most sensible thing to do would be to wait until the 
people have voted upon this matter. The commission, once 
in effect, can investigate the application before the Council 
and determine upon its merits. It can find out the method 
of organization adopted by these promoters, and can deter- 
mine whether it will become a burden before the expiration 
of the franchise.” 


Transit Affairs in New York 


The Public Service Commission for the First District has 
received the report of Robert Ridgway, acting chief en- 
gineer, on the progress of subway construction for the 
month ended Aug. 15, 1912. The report shows that there 
is now under construction 13% miles of four-track subway 
in Manhattan, the Bronx and Brooklyn, under contracts 
aggregating about $62,000,000. Five thousand men are en- 
gaged every day on the work. This includes about 8 miles 
of four-track subway on the Lexington Avenue line, 4 miles 
of four-track subway on the Fourth Avenue line in Brook- 
lyn and 1% miles of four-track subway on the Centre Street 
ijoop in Manhattan. The Fourth Avenue subway and the 
Centre Street loop are nearly completed, and when finished 
will be operated by the Brooklyn Rapid Transit Company. 
The Fourth Avenue subway will connect the Brooklyn 
Rapid Transit lines to South Brooklyn and Coney Island 
with Manhattan by the new Manhattan Bridge and later 
will have another connection by means of a tunnel under the 
East River from Montague Street, Brooklyn. The Centre 
Street loop, which connects with the Williamsburg and 
Manhattan Bridges, will be used to bring in a large portion 
of the elevated railroad traffic of the Brooklyn Rapid 
Transit Company from other parts of Brooklyn and will 
thus relieve the crush on the old Brooklyn Bridge. 

Owing to the growing traffic of the present subway in 
downtown Manhattan, the commission has ordered the con- 
struction of a new entrance and exit stairway at the south- 
east corner of Broadway and John Street to connect with 
the John Street station of the subway. The improvement 
will cost about $8,000. 

Justice Amend of the Supreme Court on Aug. 27 signed 
a restraining order against the Manhattan Bridge Three- 
Cent Line upon the application of the New York Railways, 
the Nassau Electric Railroad and others. The order en- 
joined the company from constructing or operating the 
proposed railroad over the Manhattan Bridge. 


Electric Railway Affairs in Detroit 


Oscar B. Marx, candidate for the nomination for Mayor 
on the Republican ticket at Detroit, Mich., has declared 
that he will do all he can, if chosen to the office, to hasten 
municipal ownership of the street railway and other public 
utilities. 

In reply to an inquiry from Mayor Thompson, Corpora- 
tion Counsel Lawson has rendered an opinion to the effect 
that the Detroit United Railway has gained no rights 
through the permits issued by the commissioner of the De- 
partment of Public Works allowing it to repair or rebuild 
its tracks on Fort Street. It is claimed that the franchises 
expired in 1910 on this street. Mr. Lawson said that the 
company is occupying the street through the sufferance of 
the city and that the commissioner has no authority to grant 
tights of a permanent character to a railway company, no 
matter what their nature. Any right thus granted is sub- 
ject to revocation at the will of the City Council, Mr. Law- 
son said. 

The company is practically rebuilding its tracks on Fort 
Street west. Concrete foundations, new ties and in some 
places new rails are being laid. Some time ago the Wayne 
County Circuit Court rendered a decision to the effect that 
the company must pay a rental of $200 a day for the use of 
this street and an appeal has been taken to the Supreme 
Court. 


Electric Railways in Ontario.—According to the annual 
report of the Ontario Railway and Municipal Board for the 
year ended June 30, 1912, twenty-eight electric railways col- 
lected $6,811,403 in fares and $238,557 in freight charges. 


Five roads showed deficits, the others having an aggregate 
surplus of $1,430,965. 

Post Office Department Investigating Pouch Mail Service 
on Kansas Interurban Lines.—Acting under direction of 
the Second Assistant Postmaster General, D. E. Barnes, 
superintendent of mail routes for the Wichita (Kan.) divi- 
sion, is investigating the question of establishing pouch 
mail service on the interurban lines. 

Conference on Block Signals Called in Indiana.—The Rail- 
road Commission of Indiana has sent out a general notice 
to the block signal committee and to the interurban rail- 
ways in Indiana that a meeting will be held in the State 
House at Indianapolis on Sept. 10 at 10 a. m. for a further 
conference on the subject of block signals. 

Louisville Company Files Agreement to Cross Steam 
Railroad Tracks in Shelbyville, Ky.—The Louisville & In- 
terurban Railway, Louisville, Ky., has filed an agreement 
in the office of the Shelby County clerk in Shelbyville, Ky., 
in consideration of the right to cross the Louisville & Nash- 
ville Railroad tracks on Main Street with its line. The in- 
terurban company has agreed to stretch its wires at least 
20 ft. above the rails and to place all poles at least 8 ft. 
from either rail. 

Electrification of London & Port Stanley Railway.—lt is 
probable that the report on the electrification of the Lon- 
don & Port Stanley Railway, London, Ont., will be sub- 
mitted to the consideration of the City Council of London 
without the allied question of street railway purchase. It 
is asserted that nothing in the street railway by-law would 
prevent the city from building railways on any street in the 
city where lines of the company are not in existence. The 
by-law provides that the company has a prior right to build 
upon any street where another company might propose to 
build. 

Service on Binghamton Lines.—The Public Service Com- 
mission, Second District, has received a complaint from the 
village of Lestershire directed against the Binghamton (N. 
Y.) Railway, asking the commission to order the raliway 
company to reconstruct and maintain its double tracks 
through Main Street in Lestershire, and that the company 
be compelled to provide a suitable number of cars in Léster- 
shire and in and between Binghamton and Union, Endicott 
and Lestershire and that the company be required to mark 
its cars with lights or names to indicate the destination at 
night. 

Franchise Voted Down at Saginaw, Mich.—The electors 
of Saginaw at the special franchise election on Aug. 20 de- 
feated the proposition to permit the Saginaw-Bay City Rail- 
way to build a number of extensions in the south, west and 
other sections of the city which would, it is estimated, cost 
about $500,000. The vote was 2717 for and 1956 against the 
plan. The vote for acceptance of the proposal was less 
than the necessary three-fifths vote. In return for the ex- 
tensions the city was to give a thirty-year franchise on the 
new lines and was to extend for nineteen years the life of 
franchises on present city lines, which would otherwise 
expire in 1923. : 

Improvements in Akron and Canton, Ohio.—The Public 
Service Commission has ordered the Northern Ohio Trac- 
tion & Light Company to reconstruct several sections of 
track in Canton. For Akron the commission has directed 
the purchase of twenty-five double-track cars at least 43 ft. 
long with seating capacity of forty-four people, standard 
four-motor equipment and standard power brake and hand 
brake. Extensive repairs are to be made on the Mountain 
line, both within and without the city, including the replac- 
ing of ties, rebuilding of bridges and trestles, replacing of 
rails, special work and guard rails. The improvements, with 
the exception of the installation of power brakes and sand- 
ing devices, are to be completed in both Akron and Canton 
by Dee. 1. : 

Bion J. Arnold in Los Angeles Investigation—Bion J. 
Arnold has been retained as consulting engineer for the 
Board of Public Utilities of Los Angeles, Cal., in connection 
with an investigation of the earnings, operating expenses, 
service and rates of the Los Angeles Railway and that part 
of the Pacific Electric Railway wKich furnishes local service 
in Los Angeles. The investigation will be begun at once, 
according to an official announcement made by the board. | 
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It will include a study of the value and sufficiency of the 
physical property and a determination of the amount of 
intangible assets with the intention of fixing a basis for the 
determination of rates and the amount of street railway 
service which can reasonably be expected. The details of 
Mr. Arnold’s work will be in charge of George A. Damon. 

Transfer Situation in Denver.—An interesting transfer 
situation has developed in Denver. The new municipal 
administration had agreed during its campaign to provide 
universal transfers, but the Denver Tramways Company 
issued orders to its conductors and posted signs in its cars 
to accept transfers only at single transfer points and on 
next car passing that point after punched arriving point 
of car by which transfer was issued. An ordinance for 
universal transfers was passed, but, as mentioned on page 
264 of the issue of Aug. 17, was held by the City Attorney 
to be illegal under the terms of the Tramways franchise. 
The Mayor vetoed the ordinance and the tramways returned 
to the former system of allowing 15 minutes plus the run- 
ning headway of the line to which the transfer was issued. 
The anti-corporation papers are loudly proclaiming a popu- 
lar victory. 


Clambake of Public Service Railway Employees.—The 
members of the Montclair baseball team of the Public Serv- 
ice Railway League, which is composed of employees of the 
Public Service Railway, Newark, N. J., gave a clambake 
under the auspices of the Montclair Social and Benevolent 
Club at the Montclair carhouse on Friday evening, Aug. 23. 
The club room was decorated with festoons of colored lights 
and a long table had been erected seating 100 people. The 
clams were cooked and served by members of the baseball 
team, who were attired as waiters. The entertainment was 
enjoyed by about 200 motormen and conductors, together 
with a large number of officials of the company. Speeches 
were made by N. W. Bolen, superintendent of transporta- 
tion; J. W. Brown, assistant superintendent of transporta- 
tion; W. B. Graham, division superintendent; W. C. Pierce, 
supervisor; T. A. Shaugnessy, assistant division master 
mechanic- and others. 


B. S. Josselyn, of Portland, Ore., on Relations. with the 
Public.—B. S. Josselyn, president of the Portland (Ore.) 
Railway, Light & Power Company, has addressed a circular 
letter to its employees which calls attention to a communi- 
cation from a disinterested party drawing a comparison be- 
tween what he terms the inside and outside policies of the 
company, setting forth that often a careless act on the part 
of an employee undeservedly brings criticism on the sys- 
tem as a whole and so disturbs the friendly relations that 
should exist with the public. Mr. Josselyn writes: “No 
amount of publicity and proper policy adopted by a man- 
agement can produce the results desired unless each indi- 
vidual employee does his part in carrying out that policy. 
Will you not in the future kindly consider the embarrass- 
ment you cause the company as a whole by any thoughtless 
or improper act of your own and strive from now on to pro- 
voke a better understanding and a better feeling between 
the public we serve and the corporation which gives you 
employment?” ; 


Program of Postponed Meeting of Keystone Railway 
Club.—J. G. Baukat, secretary Keystone Railway Club, has 
announced that the September meeting of the club has been 
postponed from Sept. 3 to Tuesday, Sept. 10, owing to the 
fact that a number of members would have been incon- 
*venienced by holding the meeting directly after the heavy 
business of Labor Day, Sept. 2. The following papers will 
be read at this meeting, which will be held at the Hotel 
Casey, Scranton, Pa.: “Development and Present State of 
Perfection of Electric Car Control Apparatus,” by J. J. 
Sinclair, Westinghouse Electric & Manufacturing Company; 
“Proper Car, Ventilation and a Brief Synopsis of the Chi- 
cago Tests,” by W. J. Fleming, Automatic Car Ventilator 
Company, New York; “Standardization of Electric Car 
Couplers,” by Charles Tomlinson, Ohio Brass Company. 
The entertainment committee has made arrangements for a 
luncheon at the Hotel Casey at the price of $1 per plate. 
It has been decided that anyone joining the club at the 
September meeting will pay $2 dues for the rest of this year 
and $3 a-year thereafter. Those who join the club at the 
December meeting, however, will pay $2 initiation fee and 


3 dues. — 
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Financial and Corporate 


Stock and Money Markets 


Aug. 28, 1912. 
Little trading has developed in New York stock during 
the last week. Such tendency to price change as the market 
has shown was downward, but public interest was small. 
The gradual increase in the int@nsity of the political cam- 


‘paign contributes to the dullness of the times, but it does 


not overcome the effect of the promise of good crops. 
Rates in the money market to-day were: Call, 234 and 3 per 
cent; sixty days, 334 and 4 per cent; ninety days, 4 and 4% 
per cent; four months, 4% and 5 per cent; six and seven 
months, 4% and 5 per cent. 

In the Philadelphia market American Railways was a lit- 
tle higher. Philadelphia Rapid Transit also showed im- 
provement. 

Boston Elevated Railway closed the week at the price 
that prevailed last week, holding the improvement previously 
reported. 

In the Chicago market Chicago Railways Company secur- 
ities have shown some activity and a little betterment in 
price. 

Stock and bonds of the United Railways & Electric Com- 
pany were the features of interest in the Baltimore market. 
The stock has been quoted at advanced prices. 

Quotations of traction and manufacturing securities as 
compared with last week follow: 


Aug. 28 
American Brake Shoe & Foundry (common).......... 7% a98 
American Brake Shoe & Foundry (preferred).......- al44% 
American Cities Company (common)........... a31% 
American Cities Company (preferred)................ a76%4 
American Light & Traction Company (common)...... a420 
American Light & Traction Company (preferred)..... al12 
American Railways (Company)... .\.ice-e 2 c.ccis wis crowns ar 45 
Aurora, Elgin & Chicago Railroad (common)........ a47 
Aurora, Elgin & Chicago Railroad (preferred)........ a&8 
BOStOM 4 MIS VATECe ARAL Wa Preataictee eos sveleletale cis die: eterehopetatevars al26 
Boston Suburban Electric Companies (common)...... 5 al5 
Boston Suburban Electric Companies (preferred) a78 
Boston & Worcester Electric Companies (common).... al0 10 
Boston & Worcester Electric Companies (preferred).. a52 a52 
Brooklyn Rapid dransit (Wompany «0.14 y2 « <\bie sien, ore oles 92% 91% 
Capital Traction Company, Washington............... al25% al25% 
Chicago City “Rail wayie aidewsiks clove sree vette es ya arate,a bio al190 al90 
Chicago Elevated Railways (common).............+- a34 a34 
Chicago Elevated Railways (preferred)............. a9l a92 
Ghicagon hall wavs; plcper sgn Cetay. Laie is erenshecsyetn gpevere exer syeye a90 a90 
Chicavo, Railwaysmptcpess Chin 2 cs) esislsieiints ese ehe\aherersie's a24% a2434 
Chicago! Railways; rptepte..) bis rdicilc oierels eicyarclsivieie ofelersiel a8 a9l4 
Clitcago, Railways; ptcpte.. chi, Fis s <ileterssa/sicis oicle sicleie a4 a4 
Cincionaisr. Strecte Mall wavircieis s,s. ¢.cis piclstsrciselsveletoyerpis) ars al3l al31 
Gieveland Railway. as-is ciatatele « ofale srorsia isversisiesie,siarecs 105 al05% 
Cleveland, Southwestern & Columbus Ry. (common)... *5%4 *5% 
Cleveland, Southwestern & Columbus Ry. (preferred) *35 e35 
Columbus Railway & Light Company................ as5 a55 
Columbus Railways CCOMMOM) ). oiecieleusiaisye.s ealeiece ove bens a85 a85 
Cciniumbuse Rail ware DECLELTOU) , «accelerates aisle ais wis aleidhele a95 ag95 
Dayton Street Railway (common)..... Sr) a25 
Dayton Street Railway (preferred)............-s0%e- al00 al00 
Denver & Northwestern Railway..........esseseeees *140 *140 
PEt O1te UW mitede ANAU WAY cicteleterelercse otic his leieteidte Uisve!siele = 70 70 
General Electric. (Company ccecisj« <8 Gitte Aaja sreete aie eye ce 183 182% 
Georgia Railway & Electric Company (common)...... al26% 126 
Georgia Railway & Electric Company (preferred)..... a85 85 
Interborough Metropolitan Company (common)....... 20% ao 
Interborough Metropolitan Company (preferred)..... 60 59% 
International Traction Co., 4% bond rets........... *75 "75 
Kansas City Railway & Light Company (common)... al5% al8 
Kansas City Railway & Light Company (preferred).... a40% a40 
Lake Shore Electric Railway (common)............ *8Y4 *8 
Lake Shore Electric Railway (1st preferred)......... *85 *85 
lake Shore Electric Railway (2d preferred)........ *22 22 
Whicern A Cheri ys MICANL Web Vinfetials oils 1o) Belt, soslis'ie Wii's aly aie terele ela ms 134 ‘ 135 
Massachusetts Electric Companies (common)........ al9% al9% 
Massachusetts Electric Companies (preferred)....... a77¥ a77% 
Milwaukee Electric Railway & Light (preferred)....*105 *105 
Norfolk Railway & Light Company.............+.-. 26 26 
IN Sth mA MeTICATI: |. COMPATViais: ore cre «5.0 are cielsss sels ererels sie 87% 86% 
Northern Ohio Light & Traction Company (common). a71 2 a72y% 
Northern Ohio Light & Traction Company (preferred) .al05 a102 


Philadelphia Company, Pittsburgh (common)......... a52 a52 
Philadelphia Company, Pittsburgh (preferred) 
Philadelphia Rapid Transit Company......... 
Portland Railway, Light & Power Company.. 
Mablic eser vice - GOLPOLAbONs' aiare osiccce» sic susie sicin ee vestee 120 120 


Third Avenue Railway, New York. .ieit....eeeeile. 37% 37% 
Toledo Railways & Light ee wre eff 06 cs atin SORES a4 a8 
Twin City Rapid Transit Co., Minneapolis (common) .al07% al08 
United Ry. & Electric Company (Baltimore)......... 24% 2534 
United Rys. Inv. Company (common).........+..+5 a33 a32% 
United Rvs. Inv. Company (preferred)...........++- a6l 62 
Virginia Railway & Power Company (common)....... *44y4 *44u4 
Virginia Railway & Power Company (preferred)...... 87% 87% 
Washington Ry. & Electric Company (common)...... a92 a91% 
Washington Ry. & Electric Company (preferred)..... aos a95% 
West Fnd Street Railway, Boston (common)......... as6 a86 
West End Street Railway, Boston (preferred)....... a99 a99 
Westinghouse Elec. & Mfg. Company............... 88 87 
Westinghouse Elec. & Mfg. Company (Ist preferred).. 125 a130 
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ANNUAL REPORTS 
Western Railways & Light Company 
The annual report of the Western Railways & Light 


Company for the year ended Dee. 31, 1911, shows the follow- 
ing results as compared with the preceding twelve months: 


Gross Earnings. 1911, 1910. 
Tnitentaany tie oiditerrare cis cieec caches heruaelem tates + $373,919 $353,198 
SES ALLAN Mane aerators tel Aus steve epploversttie, Seto relet a 's!s 925,105 239,956 
Gar sleyeiela aiosyterareiststehlehts sisichelaets ale ere emnohaciere susie 340,659 210,859 
Electric light and powers.¢ vais frees eeiatelela' 362,052 251,878 
POCOAIS HOA ores yuck spain ierarsics wtalack's lina. 8 wile ele, Sine a8 19,229 16,938 
TV ALGER beta n, yattevrnd Soe shale ie are aie naar a stheee pened aie 7,289 3,586 
MISC are Cis Mi Es se sha ys tonist cueut ome ore reteiens be cotekegekaie ie on 1,101 3,286 

LOA PEPOST GAL NOISY, 5c oajas + eeusieapitiana ainces $2,029,354 $1,679,701 
Cperating. \OxpexiSes wed occ ction acre cste mire iste mien el ence $1,188,891 $997,784 
Takes Tee Sait chian pte fer eielyohsfalevstelel spree eraterere a 61,774 58,340 
General and overhead expenses........scecseeee 20,317 16,175 

TOtal Expenses And” CaxES\>. ip cols opciones + we $1,270,982 $1,072,299 
Netrearhings: fron LOperatiott. secre inc rieieied sts ies $758,372 $607,402 
HEHE x re Ven Werke cw, co a teitanaieusiepetalahs eneianeieaeeeteny: star 15,540 12,716 

VOCAL WEEE Fe VERE ain te ntate cata leveseun eaetaraly lesa e $773,912 $620,118 

Per cent of operating expenses...........06. 62.63 63.84 


From the net revenue for 1911 shown in the statement 
$474,601 was deducted for interest on bonds, leaving avail- 
able for dividends $299,221. Dividends on the preferred 
stock aggregate $142,260 and the surplus resulting from the’ 
operations of the year was $156,961. 

The amount expended for maintenance, renewals and bet- 
terments in the last year was $265,887 or 13.1 per cent of 
gross earnings. 

Expenditures for improvements on city properties 
amounted during the year to $740,621, of which $240,616 
was applied on street railway properties. Construction ex- 
penditures on the interurban lines aggregated $208,465. 

In a statement addressed to shareholders, W. B. McKin- 
ley, the president, and H. E. Chubbuck, the vice-president 
executive, say in part: 

“As anticipated in the annual report of 1910, there was an 
improvement in the earnings of the companies of the West- 
ern Railways & Light Company for the year to11. The 
interest charges were quite materially increased by reason 
of many improvements and betterments undertaken and 
completed in 1911, which have not been in operation for a 
sufficient length of time to permit the development of their 
full share of the earnings. Notwithstanding this, the sur- 
plus for the past year has shown an improvement over the 
previous year. 

“The surplus account stood at Dec. 31 as follows: 


Balance brought forward from 1910............--. $379,928 
Surplus for, 1911s ac vos seuss Wats ancantatonaey aie nuceekel ott 156,961 
——_- $536,889 
Appropriation for depreciation...+=+ rssces cs ccesce $50,000 
Discount on bonds of controlled companies......... 29,655 
79,655 
Ba'’arce carr‘ed forward for 1911 as per balance sheet........ $457,234 


“The extension of the Chicago, Ottawa & Peoria Railway 
from Morris to Joliet was commenced, and, although cars 
were operated into the city of Joliet in December, the cold 
and stormy weather during the winter made it necessary 
temporarily to abandon the construction work, and the bal- 
lasting was not completed. New car shops for the Chicago, 
Ottawa & Peoria Railway were built and equipped with 
thoroughly modern apparatus which will provide ample 
facilities for the repair and maintenance of the equipment 
of this company. 

“The construction of the hydroelectric plant at Mar- 
seilles, utilizing the water leases acquired during the pre- 
vious year from W. D. Boyce, was started by the Northern 
Illinois Light & Traction Company early in the year and a 
part of the plant was in operation at the close of 1911. This 
plant, when completed, will develop 3000 kw, and the North- 
ern Illinois Light & Traction Company, which will be the 
operating company, will sell at wholesale, at Morris, Seneca, 
Ottawa, Marseilles, La Salle, Utica, Peru and to the Chi- 
cago, Ottawa & Peoria Railway, electrical energy from the 
hydroelectric generating station, 

“These two large improvements to the property will not 
return their proportions of the earnings until well along in 
the year 1912, but it is expected that both will have an im- 
portant bearing on the future of this company. 

“The improvements to, and the rebuilding of, the Cairo 
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properties, contemplated when these properties were pur- 
chased in 1909, were completed. The earnings expected 
were realized, showing a marked increase over the previous 
ais 

The Wichita Railroad & Light Company and the Atchi- 
son Railway, Light & Power Company suffered decreases 
in earnings owing to the general business depression which 
prevailed in the State of Kansas as a result of the partial 
failure of crops. ; 

“Tt is gratifying to report that no serious accidents have 
occurred at any of the properties, and that the relations 
between the management and employees have remained 
exceedingly favorable. 

“An operating engineering department was established 
this year to obtain in both the local and interurban proper- 
ties more scientific and efficient operation.” 

Traffic and other operating statistics relating to the rail- 
way properties in the system are shown as follows: 


City LINEs. 


Population. Sexved. sci sesr seheebunt els cieieieletaetenanets mnooeae 3 151,638 
Total number of passengers carried) ty... sees lessees 23,192,553 
Total number'of pay passengers carried.........ese+eues 18,994,626 
Total number of transfer passengers carricd...........-- 4,197,927 
Total’ number of car miles Operated. jaime settee ce 4,575,187 
Total number of car hours. .....0-,enercnrnwe o MIE Sos 581,711 
Miles of, roadbed. 5.) cis tvstetucuhele eocnbe seb hake Ateley endian ieee 76.55 
Miles of” trache Soc s vice olste d,s ele se sorel aie! Ciarelotaiaraletantatatec anny 93.36 
Gross earnings per mile of roadbed....... sesesse+seusees $11,958.76 
Expenses per mile of roadbed.........-.crersereaences 6,392.72 
Average fare per pay PASSENZer......-. sss eeeerarsecens .0488 
Gross. earmings per Carsales 2 oxen ooeis sete meter eete eee .2024 
Total expenses, per car mile. owe sc ose otiae wows, esietnielalel sels 108i 
Gross earnings. per car bourd. cinsside ote nite ease cera aas 1.5922 
Expenses per Gat) Hout... cece «orci ilatenr arate ene nee te .8511 
Number fare passengers per car mile......-..+-+.++5ee0s 4.1517 
INTERUFBAN LINES. ba Sad 
Popriilation:..Gerved) osc pies ror elon avcteverscersleloietiaers| oleae ied atat ek anetane i 
Total number of passengers carried. .....cccesrenerscce 3,741,902 
Total number of pay passengers carried..........++...+- 3,557,621 
Tota: number of car miles operated’. ascii ere eeleleiel eystels 1,309,203 
Total number of car HOULS acids c,- sa aie eee eaters a eeieiv ate 98,719 
Miles: ‘of roadbed’ .iPacnd dole Gre eek et eae eetetee = eerer 96.5% 
Gross. earnings per mile of roadbed ies cise eapasle «eisienelt $3,874.01 
Expenses per mile of roadbed), «0. sical os lease ule claietete 2,900.23 
Average fare per pay passengers... cru. ssne see orl ome cle 1051 
Gross) earnings per icat) mile... tells piel okey irs 2856 
Total expensés per car mile. ..7 0... fe ayer wiajsialahale)«') ee)», en 2138 
Number of fare passengers per car mile.........+....-+.- 2.72 


West Penn Traction & Water Power Company 


The report of the West Penn Traction & Water Power 
Company, Pittsburgh, Pa., for the year ended June 30, 
1912, compared with the year ended June 30, IQII, is as 


follows: 
1912. 1911. 
$2,666,294 $2,071,883 
1,375,628 1,015,878 


$1,290,666 $1,056,005 


Gross -FEGEIDUS "6 cn sue, ef arnca Mla winte een eis aietatevste 
Operating ‘expenses dnd ‘taxesin ce seleiy eeie eter iaciena 


Net earnings 1% asics saci cecilia aes homed 
Fixed charges:— 
Interest on $3,334,500 5 per cent bonds 
of the West Penn Traction Company 
from June 30, 1911, to June 30, 1912, 
front dates. tesued). cca csentess ayenmnhetntens $113,638 
Interest on bonds of subsidiary com- | 
panies of West Penn Traction Com- 
pany 
Interest on West Penn Railways bonds 
and bonds of subsidiary companies of 
the West’ Penn Railways...i.0....<. 
Amount required to pay 5 per cent per 
annum on $2,750,000 of preferred 
stock of the West Penn Railways.... 137,500 


48,167 


ween ene Cee rweersererveeesnsces 


461,624 


760,929 
$529,737 


617,248 
$438,757 


Cleveland (Ohio) Railway.—The directors have extended 
the time for subscription at par for the new issue of $3,014,- 
920 stock from Sept. 1 to Oct. 1. Subscriptions are payable 
Dec, 2, 1912, and Feb. 1, 1913. The Ohio Public Utilities 
Commission on Aug. 20 will hear the application to issue 
the stock. 


Columbus, New Albany & Johnstown Traction Company, 
Columbus, Ohio.—It is reported that negotiations are pend- 
ing for the purchase of the Columbus, New Albany & Johns- 
town Traction Company, which operates a 9-mile line be- 
tween Columbus and Gahanna and has a perpetual right 


of entrance into Columbus over the lines of the Columbus — 
Railway. The Cleveland, Southwestern & Columbus ee 


way is said to have made an examination of the ptope 
recently. 

Dayton & Troy Electric Railway, Dayton, Ohio.—A 
cation has been made to the Public Service Commission by 
the Dayton & Troy Electric Railway for permission to fy 
crease its capital stock from $1,000,000 to $1,300,000. 


AUGUST 31, I9I2.] 


proceeds from the sale of the stock are to be used for the 
retirement of indebtedness and to pay for improvements to 
the property. 

Fairmount Park Transportation Company, Philadelphia, 
Pa.—The company has sold to the Girard rust Company 
and E. W. Clark & Company, of Philadelphia, jointly, the 
issue of $750,000 first refunding 5 per cent bonds recently 
authorized, to refund $500,000 first 5 per cent and $188,000 
second 5 per cent bonds, which mature Sept. 1, and for 
other purposes. 


Idaho Railway, Light & Power Company, Boise, Idaho.— 

. This company, which now controls the Boise Valley Rail- 

way and the Boise & Interurban Railway, has purchased 

control of the Boise Railroad Company, Ltd., operating 10 

miles of track in Boise. The three roads, it is reported, will 

be combined and operated under the title of the Idaho Trac- 
tion Company. 

Lake View Traction Company, Memphis, Tenn.—It is 
announced that the stockholders of the Lake View Trac- 
tion Company have arranged to purchase the property of 
the company at the sale on Sept. 12. The old bonds will 
be retired and an arrangement has been made whereby 
$300,000 bonds may be sold at 90, yielding $270,000, which 
will be used in extending the tracks to the center of the 
city and improving the property. A protective committee 
has been appointed to carry out the arrangements made by 
the stockholders. 


Middle West Utilities Company, Chicago, Ill.—The 
Middle West Utilities Company, which was organized re- 
cently to finance and reorganize public utilities in the 
Middle West, has acquired control of the Tulsa (Okla.) 
Corporation, the Freeport (Ill.) Railway & Light Company 
and the Shelbyville (Ky.) Water & Light Company. The 
Freeport Railway & Light Company owns 8 miles of track 
within the city limits and two steam power stations and 
holds a contract with the city for lighting. Two dams on 
the Pecatonica River are included in the transfer. The 
Middle West Utilities Company of Chicago was _ incor- 
porated under the laws of Delaware in April, 1912, and its 
principal office is in the Merchants’ Loan & Trust Building, 
Chicago. It has $4,000,000 of 6 per cent preferred stock 
and $6,000,000 common stock. The officers of the company 
are as follows: President, Samuel Insull; vice-presidents, 
Martin J. Insull, John F. Gilchrist and Frank J. Baker; 
treasurer, R. W. Waite; secretary, E. J. Doyle. Among the 
directors are Samuel Insull, Charles A. Munroe, William A. 
Fox, Martin J. Insull, Frank J. Baker, John H. Gulick, 
Frank T. Hulswit, Edward J. Doyle, Frederick Sargent, 
Louis A. Ferguson, John F. Gilchrist and Edward-P. Russell. 
The executive committee consists of Samuel Insull, E. P. 
Russell, Martin J. Insull, Charles A. Munroe, Frank J. 
Baker, William A. Fox and John H. Gullick. The company 
has declared an initial quarterly dividend of 1% per cent on 
the 6 per cent preferred stock, payable Sept. 1 to holders of 
record Aug. 15. 

Milwaukee (Wis.) Electric Railway & Light Company.— 
The unsold portion of the $621,000 new general and refund- 
ing mortgage 5 per cent gold bonds of toi is being of- 
fered at 97% and interest by the bankers that place the 
original $3,000,000 bonds. Of this issue $3,621,000 bonds are 
now outstanding. The bankers are Harris, Forbes & Com- 
pany, New York; N. W. Harris, Inc., Boston; Harris Trust 
& Savings Bank, Chicago; Spencer Trask & Company, New 
York, and Perry, Coffin & Burr, Boston. 


New York (N. Y.) Railways Company.—Justice Lehman, 
in the Supreme Court, on Aug. 10, denied the application 
for an injunction against the New York Railways Com- 
pany and the reorganization committee of the Metropoli- 
tan Street Railway restraining them from paying interest 
on the bonds set aside to pay claims of accident claimants 
before the reorganization of the company, pending trial of 
a suit brought to have the accident claimants’ rights deter- 
mined. 

Oakland (Cal.) Railways.—N. W. Halsey & Company, of 
_ New York, have sold practically the entire issue of $2,500,- 
000 6 per cent ten months’ notes dated Aug. 12, 1912. 

Portsmouth Street Railroad & Light Company, Ports- 
mouth, Ohio.—The Portsmouth Street Railroad & Light 
Company has called for payment at par and interest on 
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Oct. I, 1912, at the office of the Bankers’ Trust Company, 
New York, N. Y., $16,000 of first mortgage ten-year 5 per 
cent bonds. 


San Francisco-Oakland Terminal Railways, Oakland, Cal. 
—The San Francisco-Oakland Terminal Railways, Oak- 
land, has filed a mortgage at Oakland dated July, 1912, to 
secure an issue of $5,000 bonds. The Anglo-California 
Trust Company, of San Francisco, is trustee. The mort- 
gage covers 310 acres of iand in the Key Route basin. 

Third Avenue Railway, New York, N. Y.—The Third Ave- 
nue Railway has asked the Public Service Commission, First’ 
District, for permission to purchase 13,560 shares of the 
stock and $259,000, par value, of the bonds of the New York 
City Interborough Railway. The petition sets forth that the 
outstanding capital stock of the Interborough company is 
$5,000,000, all of which is common stock, and that no divi- 
dends have been paid on it in the last five years. It is also 
pointed out that it has a duly authorized issue of $5,000,000, 
par value, first mortgage 5 per cent bonds, due May 1, 1928, 
of which $3,000,000 have been issued and $2,000,000 have not 
been issued. Of the $3,000,000 in bonds that have been is- 
sued, $1,702,000 are outstanding, $87,000 belong to the sink- 
ing fund provided for the mortgage and $1,211,000 are in the 
possession of the New York City Interborough Railway. 


Dividends Declared 


American Railways Company, Philadelphia, Pa., quarterly, 
1% per cent. 

Chicago (Ill.) Elevated Railways, quarterly, 1% per cent, 
preferred. 

Chippewa Valley Railway, Light & Power Company, Eau 
Claire, Wis., quarterly, 134 per cent, preferred. 

Connecticut Valley Street Railway, Greenfield, Mass., 3 
per cent, preferred. 

Elmira Water, Light & Railroad Company, Elmira, N. 
Y., 2% per cent, preferred. 

Northern Ohio Traction & Light Company, Akron, Ohio, 
quarterly, I per cent, common. 

Second & Third Streets Passenger Railway, Philadelphia, 
Pa., quarterly, $3. 

Tennessee Railway, Light & Power Company, Nashville, 
Tenn. (No. 1), 1% per cent, preferred. 

Terre Haute Traction & Light Company, Terre Haute, 
Ind., 3 per cent, preferred. 

Washington (D. C.) Railway & Electric Company, quar- 
terly, I per cent, common; quarterly, 114 per cent, preferred. 

Whatcom County Railway & Light Company, Belling- 
ham, Wash., 3 per cent, preferred. 


ELECTRIC RAILWAY MONTHLY EARNINGS 


BATON ROUGE ELECTRIC COMPANY. 


Gross Operating Net Fixed Net 
Period. Earnings. Expenses. Earnings. Charges. Income 
Iam. fune, “12 $12,420 *$8,418 $4,002 $1,734 $2,268 
ae ss 9,870 * 6,836 3,034 1,728 1,306 
irs “3 "12 134,811 *Sis5 50 53,259 20,758 32,501 
ee is "UE 114,267 *73,693 40,574 20,678 19,896 


BROCKTON & PLYMOUTH STREET RAILWAY COMPANY. 


Im., June, 712 $11,766 *$8,271 $3,494 . $1,050 $2,444 
SP eT 10,974  *8808  % 2,166 1,086 1,080 
ph TRONS BSG, 120,056  *89,300 30,756 —- 12,606 18,150 
(orm! ee 120,701  *89,873 30,828 13,363 17,465 
CAPE BRETON ELECTRIC COMPANY, LTD. 
Im., June, 712 $29,448 *$16,792 $12,657 $5,703 $6,954 
anaes 6 Brae al) 15,538) 0 11,888 5,644 6,244 
Ate tee Sage 346,438 *191:445 154,993 67,930 _—-87,063 
ipa ALEEN Sta 330,596 %*176,207 154,389 67,840 86,549 
EAST ST. LOUIS & SUBURBAN RAILWAY COMPANY. 
Im. July, 12 $197,978 $106,848 $91,130 
IR at aa 195,688 102,833 92,855 
ex fs "12 1,346,854 724,862 621,972 
De en eee § 1,287,407 690,457 596,950 a 
HOUGHTON COUNTY TRACTION COMPANY. 
Im., June, 712 $27,379 *$14,672 $12,707 + $5,707 ~—- $7,000 
1s “ eft) 26,940 *13,765 Lopked 5,227 7,948 
Beier binli2n9 301,108 *180,176 120,931 64,470 56,461 
OP a 304.947 *176,613 128,334 62,900 _—65,434 
JACKSONVILLE TRACTION COMPANY. 
1m., June, 712 $50,174 *$33,357 $16,817 $9,821 $6,996 
iis Oe Mack! 43,776 *27,906 15,870 9,095 6,775 
dee Fis 71D 579,363 %*361,799 217,564 112,811 104,753 
pe NE ae 581,816 *360,172 221,644  82'593 139,051 
NORTHERN OHIO TRACTION & LIGHT COMPANY, 
Im. July, ’12 $278,431 $141,003 $137,428 $44,321 $93,107 
eS eS 244 297,235 157,996 139,239 50,292 88,947 
fa ee 12 1,501,107 838,026 663,081 310,428 352,653 
ieee 273 1,674,570 950,826 723,744 313,217 ~—-410,527 


*Including taxes. 
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Traffic and Transportation 


Massachusetts Commission Recommends Reduced Rate 
During Rush Hours 


The Board of Railroad Commissioners of Massachusetts 
has recommended to the Bay State Street Railway, Boston, 
Mass., that it issue a special ticket, at a 5-cent rate, good 
for use during the rush hours, night and morning, between 
Post Office Square in West Newbury and the Boston & 
Maine station in Haverhill. At present the rate between 
these points is 10 cents. 

In its order the board says in part: “At the present time 
the regular fare between these points, a distance of 7.52 
miles, is 10 cents. For the benefit of the people in West 
Newbury riding to and from their place of employment in 
Haverhill the company reduced this fare during certain 
hours of the day to 7 cents. By an order of the board 
dated May 18, 1906, this special fare was made good as far 
as Indian River, in West Newbury, a minimum distance of 
8.57 miles. 

“In support of their claims for a reduction of fares, the 
petitioners called attention to the existence of a 5-cent fare 
for workingmen between Haverhill and Georgetown Square, 
a distance of 6.35 miles, and between Byfield and Newbury- 
port, a distance of 8.11 miles. On the basis of mileage both 
the rates cited are exceptionally low and are not typical of 
the rates generally charged by the company for working- 
men’s tickets. 

“Whatever reasons may have prompted the company in 
creating or maintaining these rates, the board cannot as- 
sume the responsibility of making them applicable over the 
entire railway system of the company. If the fare between 
Byfield and Newburyport in particular were adopted as a 
standard for fixing fares between other points, we believe 
that the company could not continue to do business. In the 
other case upon which the petitioners rely, the fare from 
Haverhill to Georgetown Square, the distance is more than 
a mile less than from Haverhill to the town hall in West 
Newbury. The fact that the company allows the people of 
Georgetown to ride more than the normal distance for a 5- 
cent fare is not a sufficient reason for asking the company 
to carry the people of West Newbury a still greater dis- 
tance for the same fare. The rate asked for by the petition- 
ers does not seem to be justified either by comparison with 
the prevailing rates for similar tickets between other points 
or by the relative income received by the company from this 
portion of its line. 

“The board, however, recognizes the desirability, on broad 
grounds of public policy, of providing cheap transportation 
for those who are obliged to travel regularly between their 
places of employment in the various cities and their homes 
in adjacent towns. Within reasonable limitations this con- 
sideration might justify a rate of fare in a particular case 
which would not be wholly warranted upon the basis of the 
distance traveled or the receipts and expenditures of this 
particular line. To quote the language of the board in an- 
other case (Citizens of Grafton vs. Worcester Consolidated 
Street Railway Company, 1906, page 81): 

““The receipts and expenditures of different lines are to 
be considered in connection with those of the railway as a 
whole, and with due regard to the fact that profitable lines 
must do their share in supporting some unprofitable lines 
that in the larger public interest every company may be 
compelled to maintain.’ 

“Tn accordance with this principle, and having due regard 
to all the facts and circumstances in the case before us, we 
believe that the company might well make some reduction 
in the fare now charged. While it is somewhat difficult to 
determine what point in West Newbury may be regarded 
as the center of the town, it was stated by the petitioners 
that the center of the town was at Post Office Square. The 
distance from that point to the end of the line in Haverhill 

_is 6.12 miles, about %4 mile less than the distance from Ha- 
verhill to Georgetown Square. 

“At the present time all passengers on the company’s line 
may ride between Haverhill and the Groveland-West New- 
bury town line for a 5-cent fare. If regular patrons of the 
road during certain hours of the morning and afternoon 
were permitted to ride between Haverhill and Post Office 
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Square in West Newbury, an additional distance of a little 
more than a mile, for the same fare, we believe that this 
would accommodate a large proportion of the people of 
West Newbury who have occasion to ride regularly to and 
from Haverhill. : 

“The board therefore recommends that the company, in 
addition to maintaining existing fares, shall issue some form 
of special ticket on the basis of a 5-cent fare between the 
hours of 5:30 and 7:30 a. m. and 4:30 and 6:30 p. m. to regu- 
lar patrons of the railway between Post Office Square in 
West Newbury and the Boston & Maine Railroad station in 
Haverhill. This recommendation is made without prejudice 
to the right of the company at a later time, if this rate is 
found in operation to be unreasonably low, to make such 
increase as may be necessary in this State, as well as in the 
rates between Haverhill and Georgetown and between By- 
field and Newburyport.” 


Accidents in Indiana for the Quarter 


The Railroad Commission of Indiana has issued Bulletin 
No. 20, which contains a summary of the accidents on the 
steam railroads and the electric railways operated in Indiana 
for the three months ended June 30, 1912, as compared with 
the corresponding quarter in 1911. The total number of 
deaths from accidents for the three months on electric rail- 
ways was eight, the same as for the corresponding period 
of to1r. The total number of injured during the three 
months was eighty-two, compared with seventy-one for the 
same period of I0II. 

The comparative record of casualties on the interurban 
railways as made public by the commission follows: 


PASSENGERS. 
Quarter ended fune 30. 1911. 1912. 
W here— 
On passenger trains... 0. . cece tee ec wece sions esses wales 43 68 
Oni station grounds, w 4 stewisvew ie psiereieietelels le teloraer ierelstereto Te 1 0 
Causes— 
Collisions. “..sis-t/a.cle tetele. elorelote: «ele yaleisey slereteta teeters ete tee ee 18 63 
Derailments vcs cls:dm. tetas cis rere aelevove eon ete in anrete aniees 6 0 
Getting on and off moving trains). ...00. ec ve aseee sca 8 2 
Getting on and off trains after stops are made......... 0 2 
Miscellaneous: +2’ scislers sue elect vunters cet ouain aloes mites tebe etetavensncr lat 12 1 
Results—— . 
Deaths. x ste.c » d.ctebe.cinlalste le leynie ele statovetel efecto tanita erste ieeaten biota ns it (Oy 2 
Fracttites, or) diSloOcations sesi< iste: bieteloteeials otarere ciate teireta 5 3 
Sprains 25.0 asin ecestetoeistonerealsenhe epsteleiaa celine tet eteieieieterr tees ote 3 12 
Cuts and) bruises ® s-acvcemateet ete teeta ieee ia 29 34 
Miscellaneois~ 5. suctou acclen o'cin ais hee Cele ote etatee pets iers ieee s nate 7 LA 
HicHways. 
Where— 
Travelers on highways in vehicles.........+...-.-+s. 10 10 
On fO0€ * v,6 3cAre Saleye cise che fe ieteiete atete tate eee re eherere een ib me 
Causes— 
Struck on. CrOSSIMRB Aric. ierevere leleue area Conen ates a pratevel ea aigiata 11 13 
Teams frightened (evromis ce ccihcsssuctecteieis ter sieieme cieicle en eeerare 0 0 
Miscellaméotsis 1. tin stele ticle sie on cahcrsRetaie bn ate tonsia tales] erges ete 0 0 
Results— 
Deaths’ “vwitis.csis-s.ste slersielefaiem + cies tle mien tae shal Caasie.e utara 2 5 
Pains: scien svolererevena oka oie eterara ne ctale teletetpietcRsEe tele faten ts Meets ite 1 3 
Cuts and ibraisés tienes aiteine ret eniens te ier eta 8 BD 
Miscellaneous: Sv.cicc.cccnoe ons cee eminetellieie esac ears cine 0 0 
EMPLOYEES 
Employment— 
Conductors 6 2 
Motormen 5 2 
Laborers 6 2 
Brakemen 0 1 
Causes— 
Collisions» \3:. s.sise'5 Sis wlsie orale alalnaasshatlenatereletstelere stan ctertteke ciate 6 6 
Miscellaneous. .//, « accor baie iene epee eal ge hea 7 i) 
Coupling and uncoupling semen com anrseiite as «tere amiate 0 0 
Getting on and (off cars ecu sommeneiieetas ees Wvhoraerad 4 0 
Side obstruction, “ss caicusetem erie Ov Meare ne eieteteleletai telaereee 0 Mf 
Results— 
Deaths a occ.scciciece o¥ererave th atalate 17 Eietetae aera Nesp te ie tals farce peat 1 
Fractures ori dislocationsupmcm tae heteenien cir een 2 
Sprains .<..0-si0icis"a oe orecee cinlers sateen aera noha aLereactaneeate 2 
Cuts. and. bruises: sce. she rarsrattareteeeemetaiete ancl es eter ee ate 12 
Miscellaneous. . «%s;</psth viegen te aetna eel eee telecine 0 
‘TRESPASSERS. 
Where— 5 
Trespassers. on? tracksissccmis apeetetentieieee aisigels ates meee 6 
Miscellaneous. «aaseaiideisnh Giana een hci teens 1 
Results— 
Deaths: . .*i sts on dove an Oia eas RRS ee aie tcl cis saver eae 5 
Fractures or dislocations 1 
Cuts and bruises.:. i 
Collisions? iam 4 
Derailments ....... 1 
Damage to property’: sicm mess stasis stewie ony cin «efile bs cane 
Injured 2). cisis.s sale alersta renee ote teeetelate tat aphdiete lel vie) ola ai Sania mE 71 


The following interurban railways have organized 
now organizing committees of safety: Indianapolis | 
cinnati Traction Company, Indianapolis, Columbus & 
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ern Traction Company, Chicago, Lake Shore & South Bend 
Railway, Fort Wayne & Northern Indiana Traction Com- 
pany, Winona (Ind.) Interurban Railway, Evansville Rail- 
ways, Terre Haute, Indianapolis & Eastern Traction Com- 
pany, Union Traction Company of Indiana and the Chicago, 
South Bend & Northern Indiana Railway. 


Sale of Six Tickets for a Quarter in Norfolk 


The negotiations between the city of Norfolk, Va., and 
the Virginia Railway & Power Company in regard to the 
sale by the company of six tickets for 25 cents resulted 
in a series of questions being filed with the company by 
the committee representing the city. Nearly all of these 
questions related to the subject matter of the conference 
held on July 17, 1912, as referred to in the Errecrric RaAt- 
way JOURNAL of Aug. 10, 1912, page 233. The company 
answered the more important questions as follows: 

“Q. (1)—Does your company isste a transfer upon a 
transfer in Richmond? 

“A.—Transfers are not issued at all where there is a 
possibility of getting back on a loop. Where a man is 
making a continuous journey in the same direction a trans- 
fer is issued, and if necessary to continue the journey in 
the same direction, a transfer on a transfer is issued. 

“Q. (2)—You stated that the Richmond system earned 
$13,500 per mile while the Norfolk system earned about 
$7,500 per mile. In this connection the committee desires 
to know what the earning is within the limits of Norfolk 
proper, excluding Berkley and Portsmouth. 

“A.—The above figures for Richmond include the whole 
Richmond system, including the interurban and Peters- 
burg divisions. Taking out all of their suburban and in- 
terurban lines, the earnings for Richmond are $23,281 per 
mile, against Norfolk Railway & Light city division, $14,- 
199 per mile. We have not included Berkley in this city 
division, though it is a part of Norfolk and could properly 
be included in the city earnings and is so included on our 
daily statements of earnings. This would make some differ- 
ence in the result. 

“OQ. (3)—What is the total license tax paid to the city 
of Richmond? 

“A.—The amount of license tax paid to the city of Rich- 
mond for the year 1911 was $60,074. 

“Q. (4)—What was the cost of your franchises in Rich- 
mond? 

“A —The Richmond franchises cost nothing except the 
license tax and paving obligations assumed. The paving 
obligation is to pave between the tracks and for 2 ft. on 
each side with the same material used on the pavement 
of the rest of the street, and keep the same in repair. 

“QO. (5)—What are the obligations of your company as 
to paving and repairing the streets in Richmond? 

“A —Answer in No. 4. 

“Q. (6)—If your company were relieved of the labor 
tickets on the Bay Shore Terminal line and the sale of the 
books at the 4-cent rate, could you then put the tickets on 
the cars at six for 25 cents? 

“A —Figuring on the basis of last year’s business, the 
sale of six tickets for 25 cents on the cars would have 
cost the company $40,131 in revenue. The gain on the 
Berkley and Bay Shore lines if we had not been obligated to 
sell the 2%4-cent labor tickets would have been $109,902.18. 
Therefore the net loss had we sold six tickets for 25 cents 
on the cars and had sold no labor tickets would have been 
$20,229.” 

‘While the answer to question 6 did not specifically men- 
tion the relief from the sale of tickets at the 4-cent rate, E. 
C. Hathaway, assistant general manager of the company, 
was to explain this further before the committee. 


No-Seat-Half-Fare Ordinance Signed by Mayor Rushlight, 
of Portland, Ore. 


Mayor Rushlight, of Portland, Ore., has signed the 
no-seat-half-fare ordinance and also the measure reducing 
the minimum charge for gas and electricity in Portland 
from $1 to 50 cents a month, Both measures were passed by 
the Council recently, as mentioned in last week’s issue of 
the Exrcrric RatLway Journar. The fare regulation meas- 
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ure becomes effective in thirty days under the law. The 
Portland Railway, Light & Power Company believes that 
the measure is illegal. 

Action on the ordinance requiring the operation of an 
hourly service from 1:30 to 6:30 a. m! has been deferred by 
the Mayor. 

The no-seat-half-fare measure provides that the seating 
capacity of each car shall be printed above the entrance 
and when all the seats are filled not more than a 3-cent 
cash fare can be collected from the passengers who stand. 
The street railway companies must provide pads of 100 
tickets which are to be sold for $2.50. Two tickets are to 
be good for a ride with a seat. If any seats become vacant 
after the car is once filled a standing passenger may take 
the vacant seat without paying any more fare and he also 
is entitled to a transfer and other privileges of full-paid 
passengers. 


Half-Fare Rates After 6 p. m. Established on Piedmont 
Line—The Piedmont Traction Company, Charlotte, N. C., 
on Aug. 15 began to sell round-trip tickets for one fare after 
6 o'clock in the evening, 


Near-Side Stop Bill Introduced in Nashville Council.— 
A bill has been introduced in the Nashville City Council by 
President Charles Cohn making it illegal for street cars to 
stop on any but the near side of all street crossings. 


Increase in Wages by Quebec Railway, Light, Heat & 
Power Company.—The Quebec Railway, Light, Heat & 
Power Company has granted an increase in wages to its 
conductors and motormen. Employees with eight years’ 
service to their credit will receive 1 cent increase per hour, 
and those who have been in the service of the company for 
twelve years 2 cents per hour. 


Accidents in New York in July.—The report of accidents 
on all railroads and street railways under the jurisdiction 
of the Public Service Commission for the First District of 
New York for July, 1912, showed that twenty-nine persons 
were killed, as against forty-one in July, rort. The number 
of serious injuries was only 208 in July, 1912, as against 233 
in July, torr. The total number of accidents of all kinds 
was 6,548 in July, 1912, against¥6,046 in July, rort. 

Commercial Club Requests Near-Side Stops in New 
Albany, Ind.—The New Albany Commercial Club has 
adopted a resolution recommending that the cars of the 
local and interurban lines of the Louisville & Southern 
Indiana Traction Company, New Albany, Ind., stop at the 
near side of the street instead of the far side as has been 
the custom heretofore. This action was taken by the Com- 
mercial Club because the cars in Louisville, Ky., now stop 
at the near side of street intersections. 


Tickets for Transportation of Dogs Sold in Connecticut.— 
The Connecticut Company, New Haven, Conn., has issued 
trolley books to passengers carrying dogs. The tickets are 
sold at the regular rate of fare allowed to passengers and 
call for transfers, the same as for persons who buy books of 
trolley tickets. The owner of the dog agrees to have the 
dog chained in the front end of the car. No attempt has 
been made by the company to secure a charge for transpor- 
tation if the dog is small enough to be carried in its owner’s 
lap. 

Traffic Records Broken in Galveston, Tex.—L. C. Bradley, 
general manager of the Galveston (Tex.) Electric Company, 
announces that on Aug. 9, 10 and 11, when the carnival and 
automobile races were held in Galveston, the company car- 
ried a total of 209,100 people, the largest number of pas- 
sengers ever carried on the lines during any three days. 
The total for Aug. 9 was 61,500. On Aug. 10, 71,200 people 
were carried and Aug. 11 the company set a new high record 
for one day with 76,400. The company reports that not an 
accident occurred during this period of heavy traffic. 


Wage Increase in Montreal, Que—The Montreal (Que.) 
Tramways Company has announced an increase in wages of 
motormen and conductors. Trainmen who have been with 
the company for five years or more received an advance 
from 22 to 24 cents an hour. For service of three to 
five years the rate is to be 22 cents an hour in place of 21 
cents. Employees serving their first and second year are 
to receive 21 cents, as compared with the former rate of 
20 cents. The new scale of wages went into effect July 1. 
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Personal Mention 


Mr, A. Norman, of Chicago, has been appointed general 
manager of the Freeport (Ill.) Railway & Light Company. 
Mr. Joseph H. Towle has succeeded Mr, L. M. Wilson 
as master mechanic of the People’s Railway, Dayton, Ohio. 


Mr. H. T. Morrison has succeeded Mr. W. E. Rhode as 
superintendent of the Sand Springs Railway, Tulsa, Okla. 


Mr. E. C. Deal, general manager of the Augusta-Aiken 
Railway & Electric Corporation, has been elected president 
of the Georgia Section of the National Electric Light Asso- 
ciation. 


Mr. C. H. Stocum has resigned as general superintendent 
of the Pittsburgh, McKeesport & Westmoreland Railway, 
McKeesport, Pa., to become traffic manager of the Rich- 
mond & Henrico Railway, Richmond, Va. 


Mr. J. S. Peavar has been appointed vice-president and 
general manager of the Buffalo-Lake Erie Traction Com- 
pany, Buffalo, N. Y., to succeed Mr. J. C. Calisch, resigned. 
Mr. Peavar has been vice-president and general superin- 
tendent of the company for the past year. 


Mr. George W. Pierce has been appointed superintendent 
of the Pittsburgh, McKeesport & Westmoreland Railway, 
McKeesport, Pa., to succeed Mr. C. H. Stocum, who has 
resigned as general superintendent to become traffic man- 
ager of the Richmond & Henrico Railway, Richmond, Va., 
both effective Aug. 15, 1912. 


Mr. J. C. Calisch has resigned as vice-president and gen- 
eral manager of the Buffalo & Lake Erie Traction Company, 
Buffalo, N. Y., to become connected with the General Elec- 
tric Company. Mr. Calisch will be succeeded by Mr. J. S. 
Peavar, who has been for the past year vice-president and 
general superintendent of the company. 


Mr. Fred A. Morgan has resigned as St. Louis terminal 
trainmaster of the Illinois Traction System, effective on 
Sept. 1. He will then return to Indianapolis, his old home, 
and take charge of the manufacture and sale of the Mor- 
gan fare register, of which he is the inventor. Previous to 
Mr. Morgan’s connection with the St. Louis terminal prop- 
erty of the Illinois Traction System he was Indianapolis 
freight agent for the Indiana Union Traction Company. 


Mr. George E. Tracy has been appointed assistant to the 
superintendent of equipment of the Lehigh Valley Transit 
Company, Allentown, Pa., to succeed’ Mr) George Osburn, 
who has resigned to become master mechanic for the Albany 
Southern Railroad, Hudson, N. Y. Previous to his con- 
nection with the Lehigh Valley Transit Company Mr. 
Tracy was connected as master mechanic with the follow- 
ing roads: Frederick (Md.) Railroad, Cleveland & South- 
western Railroad :and.the St. Louis’& Suburban Railroad, 
St. Louis, Mo. 


Mr, H. C. Hartung has been appointed general manager 
of the Wahpeton-Breckenridge Street Railway, Brecken- 
ridge, Minn., to succeed Mr. F. L. Sturm, resigned. Mr. 
Hartung has been connected with the company since it 
began construction work. He was appointed master 
mechanic when the line was placed in operation two years 
ago and held that title until his promotion to the position 
of general manager of the company on Aug. I, 1012. Mr. 
Hartung was in the mechanical department of the Mankato 
(Minn.) Electric Traction Company previous to his connec- 
tion with the Wahpeton-Breckenridge Street Railway. 


Mr. George Osburn has resigned as general shop fore- 
man of the Lehigh Valley Transit Company, Allentown, 
Pa,, to accept a position as master mechanic for the Albany 
Southern Railroad, Hudson, N. Y. Mr. Osburn was asso- 
ciated with Mr. J. G. Baukat, now superintendent of equip- 
ment of ‘the Lehigh Valley Transit Company, Allentown, 
Pa., when Mr. Baukat was engineer of car equipment and 
track for the Schenectady (N. Y.) Railway. Later Mr. 
Osburn became connected with the construction department 
of the General Electric Company. Subsequently he again 
became connected with Mr. Baukat, who was at that time 
assistatit superintendent of electrical equipment with the 
New York Central & Hudson River Railroad, and acted as 
assistant to the general forétifan in the Harmon “shops. 
Mr. Osburn resigned this position to become eneral shop 
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foreman with the Lehigh Valley Transit Company. He 
wiil be succeeded in Allentown by Mr. George E. Tracy, 
as stated elsewhere in this issue. 

Mr. B. J. Schramm has been appointed superintendent 
cf overhead equipment of the Kankakee & Urbana Traction 
Company, Urbana, Ill. Mr. Schramm began his railway 
experience in 1883 as a horse car driver for the St. Louis 


Street Railway, and in 1886 went with the Short Series — 


System. In 1889 he entered the employ of the St. Louis & 
East St. Louis Electric Railway and was engaged in the 
construction of that line across the Eads Bridge. Subse- 
quently Mr. Schramm became connected with the St. Louis, 
Belleville & Suburban Railway. In 1808 he entered the 
service of the East St. Louis & Belleville Electric Railway. 
From 1899 to 1901 he was with the Chicago Union Traction 
Company, when he resigned to go with the Knox Engineer- 
ing & Construction Company, where he remained from 
1901 to 1910. Mr. Schramm was connected with the North 
American Railway & Construction Company for one year, 
and in 1911 returned to the Knox Engineering & Construc- 
tion Company, where he remained until his present appoint- 
ment was made, July 15, 19]2. 


Mr. H. T. Edgar, manager of the Seattle division of the 
Puget Sound Traction, Light & Power Company, Seattle, 
Wash., has been appointed district manager of the prop- 
erties operated by Stone & Webster, Boston, Mass., in the 
central Western States. These properties include the 
Houghton (Mich.) County Traction Company, the Paducah 
Traction & Light Company, Paducah, Ky., and the Missis- 
sippi River Power Company, Keokuk, Ia. Mr. Edgar was 
connected with several electric lighting and manufacturing 
companies from 1886 until 18900, when he became associated 
with Stone & Webster, Boston, Mass., and was appointed 
manager of the Lowell (Mass.) Electric Light Company. 
In 1901 Mr. Edgar was elected vice-president and manager 
of the El Paso (Tex.) Electric Railway, also a Stone & 
Webster property, and supervised the construction of an 
electric railway in El Paso, which was placed in operation 
in 1902. In 1905 he was elected vice-president and manager 
of the Northern Texas Traction Company, Fort Worth, 
Tex., and in 1910 he resigned from that company to become 
manager of the Seattle (Wash.) Electric Company, which 
in January, 1912, was consolidated with several other ‘com- 
panies as the Puget Sound Traction, Light & Power Com- 
pany. Mr. Edgar will make his headquarters in Boston. 


OBITUARY 


Harold Gay, who ‘had been employed by L. B.. Stillwell 
in important engineering work, died suddenly on ‘Aug. 25. 
Prior to his association with Mr. Stillwell he had been in 
the engineering department of the General Electric Com- 
pany and in charge of some of the important electrical con- 
struction work of that company. For some years he was 
in the electrical department of the United States Navy, 
during most of which he was stationed at Manila. After 
Mr. Gay became identified with Mr. Stillwell he had charge 
of the testing of all apparatus purchased and acted as super- 
vising engineer in the construction of the power house at 
North Adams, which supplies the power for the electric 
trains in the’ Hoosac Tunnel. 


Clift Wise, who for many years was prominently identi- 
fied with the construction of street and interurban railways, 
died in Springfield, Ohio, on Aug. 26. Mr. Wise was born 
in St. Louis in 1861. In 1886 and 1887 he was chief engi- 
neer of the Kansas City Street Railway and built the cable 
railways of that city. Later he went to Minneapolis and 
St. Paul and reconstructed the street railways in those cities. 
Thereafter he was engineer in charge of laying the cable 
railways in Philadelphia. About 1892 he went to Chicago 
and for several years made that city his home. 
for several years engaged in electrifying the lines of the 
Chicago City Railway. Later he went into the contracting 
business and built electric interurban railways between 
LaSalle and Peru, Ill.; Danville and Champaign, IIl.; Craw- 
fordsville and Lebanon, Ind.; Springfield and Troy, Ohio, 
and Portland and Marion, Ind. About seven years ago he 
discontinued the building of electric railways and engaged 
in the construction of large industrial establishments. 
had large contracts with the International arvester Ct 
pany and had'lately made his home in ‘Springfield, Ohio. 


He was © 


Com- 
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Construction News 


; Construction News Notes are classified under each head- 
ing alphabetically by States. 
An asterisk (*) indicates a project not previously re- 
ported. 
RECENT INCORPORATIONS 


*Union Railway & Power Company, Chicago, Ill.—Incor- 
porated in Illinois to build electric railways. Capital stock, 
$10,000. Incorporators: Thomas Simson, Jr., F. Arthur Jost 
and John J. Maguire. 

Charleston & Summerville Interurban Railway, Charles- 
ton, S. C.—Chartered in South Carolina to build an electric 
railway between Charleston and Summerville, 20 miles. 
Minimum capital stock, $500,000, and maximum capital 
stock, $1,000,000. [E. R. J., Aug, 17, ’12.] 

*Tennessee, Kentucky & Northern Railroad, Nashville, 
Tenn,—Incorporated in Tennessee to build an interurban 
railway between Algood and Livingston. Capital stock, 
$10,000. Incorporators: George A. Clark, C. C. Trabue. 
Avery Handley, Claiborne N. Bryan and F. J. Ready, Jr. 


FRANCHISES 


Birmingham, Ala.—The Birmingham Railway, Light & 
Power Company has received a franchise from the Council 
to double-track its South Highland line in Birmingham 
from Highland Avenue along Twentieth Street to Fifteenth 
Avenue. 

Texarkana, Ark.—Rollin W. Rodgers and associates have 
asked the Council for a franchise in Texarkana. This is 
part of a plan to build an electric railway between Texar- 
kana and Clarksville. At Clarksville it will connect with 
a line now projected from Sherman to Paris. [E. R. J., July 
i eH 

Contra Costa, Cal—The Oakland, Antioch & Eastern 
Railway, Oakland, has asked the Supervisors of Contra 
Costa for a franchise over the county road for a branch 
line from Walnut Creek to Danville. 


Lodi, Cal—The Central California Traction Company, 
San Francisco, has received a franchise from the Board of 
Trustees to extend its tracks around Lodi via the Cali- 
fornia Fruit Exchange. 

Martinez, Cal.—The Oakland & Antioch & Eastern Rail- 
way has asked the Board of Supervisors for a franchise to 
build a 7-mile line from Walnut Creek to Danville. 

San Diego, Cal.—The San. Diego Electric Railway has 
asked the Council for a forty-year franchise to extend its 
line in San Diego from the east line intersection of Lewis 
Street with Stephen Street west on Lewis Street to Fort 
Stockton drive and thence to the intersection with Trias 
Street: 

Edwardsville, Il1l—The Alton, Granite & St. Louis Trac- 
tion Company, Alton, has asked the Council for a franchise 
on St. Louis Street in Edwardsville. 

_ Edwardsville, Ill.—The Illinois Traction System, Peoria, 
has asked the Covtncil for a franchise in Edwardsville. 

Genoa, Ill.—The Woodstock & Sycamore. Traction Com- 
pany has been granted a franchise on Main Street in Genoa. 
Right-of-way over private property is being secured for a 
viaduct over the Milwaukee road which will necessitate 
1% miles of track. 

Moline, Ill—The Tri-City Railway has asked the City 
Commission for a franchise for a single or double track on 
Fourth, Fifth and Twelfth Avenues, Four and One-half 
Street, Sixteenth Avenue and Seventh Street in Moline. 


Waukegan, Ill—The Chicago & Milwaukee Electric Rail- 
road, Chicago, has asked the Council for a _ fifty-year 
franchise in Waukegan. 

Muscatine, Ia—The Davenport-Muscatine Railway has 
been granted a franchise in Muscatine. 

Boston, Mass.—The Boston & Western Electric Railway 
has received a franchise from the Board of Aldermen for a 
line on Main Street in Boston with the provision that it 
shall be completed within two years. It will extend from 
Boston to Marlboro. _ 

Corning, | N. ¥.—The | Corning & Painted Post. ‘Street Rail- 
way has received a franchise from the Common Council to 
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construct an extension of its line through East Pulteney and 
Baker Street in North Corning. 

Mohawk, N. Y.—The Public Service Commission, Second 
District, has received an application from the Utica & Mo- 
hawk Valley Railway asking for approval of franchise 
granted by German Flats, Ilion and Mohawk. In German 
Flats it is proposed to build an additional single track; 
making a double-track railroad from the western line of 
German Flats through Main Street to the westerly line of 
Ilion. In Ilion it is proposed to build an additional single 
track, making a double-track railroad beginning at the 
western line of Ilion through Main Street to the easterly 
line of Ilion, In Mohawk it is proposed to build an addi- 
tional single track, making a double track beginning on 
Main Street at its intersection with the western line of 
Mohawk, extending through Main Street to Broad Street, 
thence through Broad Street to Port Herkimer to connect 
with the present double track of the railroad north of the 
Erie Canal. A hearing will be held at Albany on Aug. 27. 

Hamilton, Ont.—The Hamilton Street Railway will ask 
the City Council for a franchise to extend its line along 
King Street West to the new survey being opened by the 
McKittrick syndicate in Hamilton. 

*Hamilton, Ont.—George Webb has a proposition before 
the City Council to build a new inclined railway at Went- 
worth Street, extending over the Grand Trunk Railway and 
the Toronto, Hamilton & Buffalo Railway tracks to Cum- 
berland Avenue. 

Portland, Ore—The Portland Railway, Light & Power 
Company has received a franchise from the Council for the 
extension of the Mount Tabor Street line east to the city 
limits of Portland. 

Eddystone, Pa.—The Wilmington & Philadelphia Trac- 
tion Company has received a franchise from the Council to 
lay another track through Eddystone. 

Corsicana, Tex.—The Southern Traction Company, Dal- 
las, has asked the City Council for a franchise in Corsicana. 

Hillsboro, Tex.—The Southern Traction Company, Dallas, 
has received a franchise from the Council in Hillsboro. The 
company has also received a franchise in Ennis. 

Petersburg, Va.—The Virginia Railway & Power Com- 
pany has received.a franchise from the Council for an ex- 
tension of its Sycamore Street and Halifax Street lines in 
Petersburg. 

Charleston, W. Va—The Charleston-Dunbar Traction 
Company has asked the Council for a franchise to build a 
line from the corporation line to the center of Charleston. 
The company has completed its 4%4-mile line between Dun- 
bar and Charleston. F.:P. Grosscup, president. [E. R. J., 
Aug. 5, 712.] 

Milwaukee, Wis.—The Milwaukee Electric Railway & 
Light Company has asked the Common Council for a fran- 
chise on Forty-eighth Street from Pabst Avenue to North 
Avenue in Milwaukee. 


TRACK AND ROADWAY, 


Birmingham Railway, Light & Power Company, Birm- 
ingham, Ala—An extension of this company’s North Birm- 
ingham line to Lewisburg is being considered. 

Birmingham & Chattanooga Railroad, Birmingham, 
Ala.—It is reported that work will be begun within the next 
ninety days on the electric railway which is to connect 
Chattanooga, Tenn., with Birmingham, Ala. The first di- 
vision on which work will be begun is to extend from 
Chattanooga to Wauhatchie. The right-of-way between 
these points has been donated by property owners along 
the route. Engineers are making the final survey for the 
line through Boaz, over Sand Mountain and through sev- 
eral towns to Birmingham. [E. R. J., Aug. 24, ’12.] 

Little Rock Railway & Electric Company, Little Rock, 
Ark.—This company proposes to extend its Highland Park 
line to Twenty-sixth Street in Little Rock. 

*Lone Pine Utilities Company, Big Pines, Cal.—A track- 
less trolley line is being constructed by this company from 
Cajon to the Big Pines, a distance of 12 miles. , 
_Fresno,, Coalinga & Tidewater Company, Fresno, Cal— 
Surveys. have been made by this company to withiy a few 
miles of San Francisco. [E. R. J., May 18, ’12.] 
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San Francisco-Oakland Terminal Railways, Oakland, Cal. 
—Work will be begun at once by this company on its East 
Sixteenth Street extension in Oakland. 


Sacramento Valley West Side Electric Railway, Willows, 
Cal.—This company has taken the first step to build its 
line down the Sacramento Valley. The company has ob- 
tained authority from the State Railroad Commission to 
issue 30,000 shares of preferred stock of the par value 
of $3,000,000 and common stock to the amount of $750,000. 
The line is to begin at Red Bluff and run through Tehama, 
Glenn, Colusa and Yolo Counties and thence to Dixon, 
where it is proposed to connect with the Antioch & East- 
ern Railway. It is also proposed to run a branch from 
Colusa to Williams. The estimated length of the line is 
160 miles. [E: Rs j., June S712.) 


Shore Line Electric Railway, Saybrook, Conn.—This 
company has placed in operation its extension from Ivory- 
ton to Deep River. 


St. Petersburg Railway & Light Company, St. Petersburg, 
Fla.—Work has been begun by this company on an 8-mile 
extension from St. Petersburg to Boca Ceiga Bay. 


Middle Georgia Interurban Railway, Atlanta, Ga—Work 
will soon be resumed by this company on its line between 
Jackson and Indian Spring. The line has been graded and 
the rails laid from the Southern depot in Jackson to the 
business section of the city. 


Idaho Railway, Light & Power Company, Boise, Idaho.— 
Contracts have been placed by this company to rebuild its 
lines in Boise and between Boise and Nampa. The com- 
pany has purchased the city lines of the Boise Railroad 
and wiil rebuild them and also connect them with its pres- 
ent city lines so as to operate all: lines as one system. 


*Nez Perce & Idaho Railroad, Nez Perce, Idaho.—Sur- 
veys will be begun at once by this company across the 
Craig Mountains from Forest to Waha and Lewiston. 


Chicago, Peoria & Quincy Traction Company, Quincy, 
Ill.—This company advises that preliminary arrangements 
are about completed and construction will be begun on the 
south end of this line from Quincy east about Sept. 1. 
Headquarters, 302 North Sixth Street, Quincy. C. A. Van 
Ness,, Quincy, secretary. [E. R. J., Aug. 17, *12.] 

Union Traction Company of Indiana, Anderson, Ind.—An 
extension of this company’s West Marion Street line is 
under construction. 


Evansville (Ind.) Street Railway—Two routes from 
Evansville, Ind. to Owensboro, Ky., are now being sur- 
veyed by this company, one of which includes half a dozen 
way stations along a distance of 31 miles and the other a 
dozen points over a distance of 36 miles. The construction 
of a line along one of the routes will be begun in the spring. 


Indianapolis, Chicago & Meridian Electric Railway, In- 
dianapolis, Ind.—This company, which proposes to build a 
156-mile electric railway from Indianapolis to East Chi- 
cago, via Sheridan, Monticello, Valparaiso, Gary and 
Hammond, recently filed a mortgage to the West Jersey 
Trust Company, Camden, N, J., as trustee, to secure an is- 
sue of $10,000,000 forty-year 6 per cent bonds. E. J. Bin- 
ford of Greenfield, Ind., is president. John A. Shafer, Chi- 
cago, and Martin J. Moreland, William Love and Frank M. 
Fauvre, Indianapolis, are largely interested. Construction, 
it is said, has already been begun at Gary. [E. R. J., July 
1h eA teed 

Chicago, South Bend & Northern Indiana Railway, South 
Bend, Ind.—Work will be begun at once by this company 
on the extension of its East Madison Street line to the city 
limits. 

Hutchinson & Western Interurban Railway, Hutchinson, 
Kan.—Construction will be begun during the latter part of 
September by this company on its line to connect Hutch- 
inson and Hudson, via Huntsville, Larned and Great Bend. 
The company has been voted $30,000 terminal bonds by the 
city of Hutchinson and the towns of Enterprise and Hayes 
have voted $12,000 terminal bonds. E, P. Roehr, general 
manager. [E. R. J., July 20, ’12.] 

_ Somerset Water, Light & Traction Company, Somer- 
set; Ky.—Plans are being made by this company for an ex- 
tension of its right-of-way i:>m Somerset to connect with 


ELECTRIC RAILWAY JOURNAL 


[VoL. XL, No. 9. 


the Johnstown Street Railway. The extension approved 
begins near the northerly line of the borough of Somerset, 
over private right-of-way through Somerset, Lincon, Jen- 
ner, Boswell and Conemaugh to a connection with. the 
Windber line. 

Portland, Gray & Lewiston Railroad, Portland, Maine.— 
Roadbed is being constructed by this company on its line 
between Lewiston and Littlefield’s Corner. The bridges 
between Portland and Littlefield’s: have been completed. 

Brockton, Mass.—The preliminary survey of the route 
proposed for the electric railway to connect Attleboro and 
Brockton, via Mansfield and North Easton, has been begun. 
H. C. Howard is interested. [E. R. J., Aug. 3, “12.] 

Berkshire Street Railway, Pittsfield, Mass.—This com- 
pany proposes to reconstruct its line from the Pontoosue 
Lake waiting station south to a point not yet definitely de- 
termined. Rails and ties have been distributed. The 58- 
lb. rail now in use will be supplanted by a 50-lb. rail. The 
company expects soon to begin the construction of its 
double track on Wahconah Street from the carhouse to the 
Wilson Mills. 

Michigan United Traction Company, Lansing, Mich.— 
This company is said to be considering plans to build a 
line from Grand Rapids to Kalamazoo. ; 

*Marshall, Mich—L. C. Davis, Chicago; A. E. Eller- 
thorpe, Jackson, and associates are seeking a right-of-way 
for an interurban railway to connect Lansing and Fort 
Wayne via Charlotte, Marshall and Coldwater. The motive 
power wiil be gasoline. 

Jackson, Miss.—The projected interurban railway to con- 
nect McComb City, Summit, Whitestown, Magnolia and 
Fernwood is being revived. C. V. Ratcliff, Summit, is in 
charge of the enterprise and is negotiating with Eastern 
capitalists to take over the bond issue. 

*Moss Point, Miss.—Joseph H,. Wallace and A. E. Mill- 
ington, Moss Point, will supply power for an electric rail- 
way to the mill of the Southern Paper Company now in the 
process of construction near Moss Point, if the Pascagoula 
& Moss Point Railroad will build the line. 

St. Louis-Kansas City Electric Railway, St. Louis, Mo.— 
Work will be begun during the first part of September on 
the construction of the railway which is projected be- 
tween St. Louis and Kansas City. The capital stock has 
been increased from $15,000,000 to $30,000,000, ‘This addi- 
tional capital is to establish extensive terminal facilities. 
D. C. Nevin, Kansas City, president. [E. R. J., March 
Agi neN| 

Jersey Central Traction Company, Keyport, N. J.—Work 
has been begun by this company to improve its Matawan 
branch. 

Public Service Railway, Newark, N. J.—This company 
plans to extend its line to Cold Spring this fall. 


North Carolina Public Service Company, Salisbury, N. C. 
—It is reported that this company has begun work con- 
verting its tracks to standard gage in Salisbury. 

Fargo & Moorhead Street Railway, Fargo, N. D.—The 
last deed which completes the right-of-way from the end of 
the Moorhead line into Dilworth has been received, and 
this company will soon award contracts for grading the line 
from Moorhead to Dilworth. Surveys are now being made. 

Grand Forks (N. D.) Street Railway.—During the next 
few weeks this company will award contracts to build a 1%- 
mile extension in East Grand Forks. 

*Cleveland, Ohio.—Interest has been revived in the con- 
struction of an electric railway between Cleveland and 
Sharon. C. G. Phillips, Cortland, and Cleveland and Sharon 
capitalists are said to be interested. The line would be | 
separate from any the Mahoning & Shenango Railway 
Light Company might contemplate. ; 

Springfield & Washington Railway, South Charleston, 
Ohio.—Work will soon be begun by this company on an_ 
extension from South Charleston to Washington C. H. It | 
is reported that $100,000, the Springfield share of financing 
the line, has been raised. és 

Toledo Railways & Light Company, Toledo, Ohio.—Thi 
company plants to double-track its main street line in Eas 
Toledo. ar 5 ee 
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*Shawnee & Sulphur Interurban Railway, Sulphur, Okla, 
—Surveys are being made and terminal grounds located in 
Sulphur for this company’s line from the Rock Island ter- 
minal at Asher, south across South Carolina into Sulphur, 
Irom Stratford north the line follows the Rock Island into 
Shawnee. It is said that the line ultimately will be ex- 
tended south to Ardmore. This line will also include a belt 
line around Platt National Park. 


Toronto, Ont.—The Toronto Suburban Railway has filed 
with the city solicitor plans for a single-track line on 
Pacific Avenue from Bloor to Dundas Street and on An- 
nette Street from Jane to Keele Street and along Keele to 
Dundas Street in Toronto. 


Stayton, Ore—Announcement has been made by J. P. 
Moince, who is promoting an 18-mile electric railway be- 
tween Salem and Stayton via Marion and West Stayton, 
that he has secured all right-of-way and will begin work 
preparatory to the construction of the line. A franchise has 
been received in Stayton. [E. R. J., June 8, ’12.] 

*Sutherlin, Ore.——An electric railway to connect Coos 
Bay and Sutherlin via Coos River route is being planned by 
F. B. Waite, Sutherlin. 

Trenton, Bristol & Philadelphia Street Railway, Bristol, 
Pa.—Extensive improvements are planned by this company 
in the near future. 

Sioux Falls & Southern Minnesota Traction Company, 
Pierre, S. D.—Surveys have been completed and most of the 
right-of-way obtained by this company for its 110-mile elec- 
tric railway between Albert Lea, Minn., and Sioux I[alls, 
S. D. Two changes have been made in the route west from 
Luverne from that originally planned. As now surveyed, 
the line will reach Steen and Hills with branches from the 
main line. H. W. Knight is interested. [E. R. J., Aug. 
We a CP 

Chattanooga Railway & Light Company, Chattanooga, 
Tenn.—This company plans to build new track on East 
Sixth Street from Georgia Avenue to Market Street in 
Chattanooga. The company also plans to begin improve- 
ments to its East Chattanooga Street: line, which will con- 
sist of grading and building new roadbed. The line will 
also be double-tracked. 


North Texas Independent Interurban Railway, Dallas, 
Tex.—During the next four weeks this company expects 
to purchase heavy T-rails for 10 to 20 miles of track, about 
1 mile of heavy girder rails, fixtures, etc. 

*Mission, Tex.—Grading has been completed and track is 
being laid for an electric railway between Mission and 
Santa Maria. 

San Benito-Monte Christo Interurban Railway, Mission, 
‘Tex.—Track laying was started during the month on the 
interurban line which will connect Monte Christo and Mis- 
sion. About half of the right-of-way has been graded and 
1 mile of track laid. S. Robertson, San Benito, is interested. 
ian aleelan, 20). Tai} 

Riviera, Tex.—Grading on the line from Riviera to the 
beach, a distance of 15 miles, has been completed and the 
ross ties have been distributed. One mie of track has 
been laid. [E. R. J., July 20, ’12.] 

*Temple, Tex.—Three different routes have recently been 
surveyed from Waco to Temple for an interurban railway. 
One extends southward from Waco on the east of the 
Missouri, Kansas & Texas Railway to Reed’s Lake via 
Davilla, into Georgetown. Another line runs from Waco 
to Temple via Holland, Bartlett and Granger, to George- 
town. The third line is surveyed via Marlin and Temple 
south to Georgetown. It is generally believed that Stone 
& Webster are interested in this project. t 


Utah Light & Railway Company, Salt Lake City, Utah.— 
Grading has been begun by this company for 3% miles of 
new track for the double-tracking of its line to the Murray 
-city limits. 

Whatcom County Railway & Light Company, Belling- 
ham, Wash.—Several extensions are being considered by 
‘this company in Bellingham. One branch will be from the 
- "present terminus on Eldridge Avenue, 1 mile north, and 
the other will be the extension of its line on Meridian Street 
from Broadway to Illinois Street. 

rs 
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Spokane & Inland Empire Railroad, Spokane, Wash.—An 
extension from Milwood to Newman Lake, Idaho, will soon 
be built by this company. Surveys are being made, 

Spokane (Wash.) Traction Company.—Work will be be- 
gun at once by this company on a 2-mile extension of the 
cable addition line in Spokane. 

*Tacoma, Wash.—Plans for a municipally owned electric 
railway and bridge across the new Eleventh Street bridge 
extending from A Street to River Street and Puyallup 
Avenue, and with possibly a branch across the Puyallup 
River, are being agitated in Tacoma. 

Washington-Oregon Corporation, Vancouver, Wash.— 
Construction will be begun at once by this company on its 
extension from Sifton to Hockinson, 

Badger Railway & Light Company, Milwaukee, Wis.— 
Plans for the extension of this tine are being made. 1t will 
connect Whitewater, LaGrange, Sugar Creek, Lafayette, 
Elkhorn, Lake Geneva, Lyons, Cold Spring, Hebron and 
KCwoshkonong, 


SHOPS AND BUILDINGS 


Birmingham & Chattanooga Railroad, Birmingham, Ala.— 
Property suitable for terminals and repair shops has been 
secured by this company in Chattanooga. 

Vallejo, Benica & Napa Valley Railroad, Napa, Cal.— 
This company plans to build a new depot at Calistoga. 

Union Traction Company of Indiana, Anderson, Ind.—A 
new freight and passenger depot will be built by this com 
pany in West Marion. 

United Railways & Electric Company, Baltimore, Md.— 
Bids will be opened by this company on Aug. 28 for the 
construction of its carhouse on Hartford Road, Baltimore. 

North Carolina Public Service Company, Salisbury, N. C. 
—Work will soon be begun by this company on its brick 
carhouse in Salisbury. 

Cincinnati (Ohio) Traction Company.—This company 
placed in operation on Aug. 18 a new division of the re- 
cently constructed Hyde Park carhouse, consisting of 
three bays, two of them 44 ft. x 310 ft. and the third 22 ft. 
x 310 ft. with an office and clubroom in the rear. ‘The cars 
of the Delta Avenue, Madison Road and Madisonville lines 
are operated out of this carhouse, which is located on the 
corner of Columbia and Tarnis Avenues, Hyde Park, Cin- 
cinnati, 

Mahoning & Shenango Railway & Light Company, 
Youngstown, Ohio.—Plans are under way by this company 
for the erection of a new carhouse in Youngstown. It in- 
volves the razing of the company’s old power station and 
skating rink in West Iederal Street and will have a total 
frontage of over 200 ft. on Federal Street. The work will 
not be begun until next year and upon its completion the 
present carhouses in Greenwood Avenue near Idora Park 
will be abandoned. 

Roanoke Railway & Electric Company, Roanoke, Va.— 
This company recently purchased property on Main Street 
in Salem on which it will soon build a new terminal station. 
The structure wiil be two stories and of brick construction. 
The contract for the building has been awarded to Rhodes 


& Wade, Roanoke. 
POWER HOUSES AND SUBSTATIONS 


Connecticut Company, New Haven, Conn.—Preparations 
for the installation of two new reciprocating engines at the 
Thamesville power station are being made by this com- 
pany. The engines are of 1000-kw capacity. 

Cleveland (Ohio) Railway.—The new substation for the 
use of the local lines at Windermere will be ready for use 
on Sept. 1. This is the first of four substations to be com- 
pleted for use in connection with power to be purchased 
from the Cleveland Electric Illuminating Company. 

Stratford (Ont.) Railway.—This company has made a 
definite proposition to the Light & Heat Commission of 
Stratford, and upon the acceptance or rejection of this 
proposition depends whether or not the local street railway 
will be begun at once. The company offers to use Hydro- 
Electric power at $36 per hp (twenty-four-hour power) for 
100 hp and $34 per hp for amounts up to 200 hp, Imme- 
diate confirmation by the Ontario Hydro-Electric Commis- 
sion will be sought. 
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Manufactures and Supplies 


ROLLING STOCK 


Quincy (Ill.) Railway expects to purchase four cars. 

London (Ont.) Street Railway will purchase five or six 
single-truck cars in the near future. 

Louisville (Ky.) Railway has ordered twenty-five steel 
cars from the Cincinnati Car Company. 

Hummelstown & Campbellstown Street Railway, Hershey, 
Pa., has ordered one long-broom snow sweeper from The 
J. G. Brill Company. 

North Texas Independent Interurban Railway, Dallas, 
Tex., is in the market for one construction engine with 
crane-bucket earth lift. 

British Columbia Electric Railway, Vancouver, B. C., has 
ordered, through Pierson, Roeding & Company, from The 
J. G. Brill Company thirty-five semi-convertible pay-as-you- 
enter cars for single-end operation. The)car bodies will 
be 43 ft. long. 


TRADE NOTES 


Wason Manufacturing Company, Springfield, Mass., has 
received an order from the General Electric Company for 
seven steel car bodies, seven motor trucks and seven tractor 
trucks. ; 

Nachod Signal Company, Philadelphia, Pa., has received 
an order from the Wilkes-Barre (Pa.) Railway to install its 
signal system on a 16-mile division of that railway to Har- 
vey Lake. 

Union Car & Equipment Company, Chicago, IIl., has been 
incorporated with a capital of $250,000 to buy and sell rail- 
way equipment. The incorporators are W. G. Davis, A. L. 
Jacobs and R. M. Davis. 

Chastteen Signal System Company, Chattanooga, Tenn., 
has been incorporated with $200,000 capital stock to manu- 
facture railway signal devices. W. J. Chastteen, of East 
Chattanooga, Tenn., is president of the company. 


McCabe & Steen Track-Laying Machinery Company, 
Kansas City, Mo., has been incorporated in Missouri with 
a capital stock of $50,000 to manufacture track-laying ma- 
chinery. The incorporators are: Samuel E. Sexton, George 
Hucke, Victor Hucke, Frank W. McCabe and Vernon E. 
Steen. ; 


Union Switch & Signal Company, Swissvale, Pa., has re- 
ceived a contract from the Long Island Railroad for in- 
stalling four electro-pneumatic interlocking plants at the 
Jamaica terminal. This system comprises 173 working and 
51 spare levers. The signal company expects to have its 
portion of the work completed early in the spring of 1913. 


Hunter Illuminated Sign Company, Flushing, N. Y., re- 
ports that it has a contract for signs for the sixty-five new 
cars which are being built for the Washington Railway & 
Electric Company. Thirty-five of these cars are being con- 
structed at the Brill works, twenty at the works of the St. 
Louis Car Company and ten at the works of the Southern 
Car Company. 

Joseph B. Baker, New York, N. Y., formerly technical 
writer in the General Electric Company’s publication bu- 
reau and editor of the General Electric Review, has become 
associated with Rickard & Sloan, New York, N. Y., publicity 
engineers. During the past five years Mr. Baker engaged 
in general technical and engineering publicity work in and 
around New York. 


Acme Supply Company, Chicago, Ill., has appointed K. 
F. Nystrom its mechanical engineer, with office at 1100 
Steger Building, Chicago, Ill. Mr. Nystrom was formerly 
connected with the Southern Pacific Company as designing 
engineer for its motor cars and later was with the American 
Car & Foundry Company as assistant mechanical engineer 
of its St. Charles plant. 


Adolph O. Krieger, St. Louis, Mo., has resigned as pub- 
licity manager of the Busch-Sulzer Brothers-Diesel Engine 
Company, St. Louis, Mo., with which he was connected for 
several years, to open an office at©o16 Victoria Building, St. 
Louis, for the sale of the Tacchella oil-burning device. 
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This is a new device, which, it is announced, is suitable, 
among other things, for the heating of electric cars and 
steam railroad coaches. é 

Rooke Automatic Register Company, Providence, R. L., 
has appointed Jilson J. Coleman its general sales agent with 
headquarters in New York. Mr. Coleman has had long ex- 
perience in the operating and manufacturing sides of the 
electric railway business, as he was manager for a number 
of years with the Nassau Electric Railroad of Brooklyn and 
later at Allentown, Pa., and with the St. Louis Transit Com- 
pany. Recently he has been associated with the Bridgeport 
Brass Company and engaged in the sale of phono-electric 
wire. In addition to his connection Mr. Coleman has be- 
come financially interested in the Rooke Automatic Regis- 
ter Company. 


Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has received orders for.motor car equipments 
from the following companies: Eubank Power Transmission 
& Motor Company, Portland, Ore., one quadrtiple equipment 
of No. 304-A railway motors; Washington Railway & Elec- 
tric Company, Washington, D. C., five quadruple equip- , 
ments of No. 306 motors with K-40-A control; Manhattan 
City & Interurban Railway, Manhattan, Kan., three quad- 
ruple equipments of No. 306 motors and K-35-G control; 
Caldwell (Idaho) Traction Company, one quadruple equip- 
ment of No. 306 motors with K-35-G control; Pacific Elec- 
tric Railway, Los Angeles, Cal., thirteen type No. 287-E 
line switch equipment for use as contactors with quad- 
ruple 125-hp motors and L-4 control. The Westinghouse 
Electric & Manufacturing Company has also received the 
following orders for power station equipment: Pennsyl- 
vania Public Service Company, Clearfield, Pa., one 750-kva, 
two-phase, 60-cycle, 2400-volt turbo-generator complete with 
one 10-kw direct-connected exciter, also one 30-kw induc- 
tion motor generator exciter set; Southern Pacific Company, 
Oakland, Cal., one 300-kva, three-phase, 4000-volt, 62%- 
cycle synchronous converter; Sandusky Gas & Electric 
Company, Sandusky, Ohio, one 1500-kva, three-phase, 60- 
cycle, 2400-volt turbo-generator with one 35-kw, direct-con- 
nected exciter, 


ADVERTISING LITERATURE ; 

Rickard & Sloan, Inc., New York, N. Y., publicity engi- 
neers, have issued a folder calling attention to the fact that 
they have just increased their organization and its efficiency. 


C. W. Hunt Company, West New Brighton, N. Y., has 
issued a 32-page catalog which describes and illustrates the 
Ilunt automatic railway. Numerous installations of this 
system are shown. 


J. A. Fay & Egan Company, Cincinnati, Ohio, has issued 
Catalog No. 86, which illustrates and describes all of the 
many improvements made in woodworking machines during . 
the past year. It contains 352 pages. ams 


Drake Railway Automotrice Company, Chicago and Paris, 
has issued a circular entitled the “Dracar, a’ Self-Contained, 
Self-Propelled Passenger Car.” The car is capable of 
operation in either direction and four different types of © 
cars are constructed. The views include one of the interior 
of the car showing the gas-electric motive power and a 
motor car with trailer on one of the French lines. 


American Rolling Mill Company, Middletown, Pa., has. 
issued a 44-page booklet entitled “Public Opinion on Amer- 
ican Ingot Iron.” The booklet contains statements from 
various scientists and practical engineers expounding the 
merits of this product for culverts, etc., also numerous 
reproductions of letters from users of American ingot iron 
under actual service conditions. The publication is pro- 
fusely illustrated with views showing American ingot iron 
products in use. 


~ 


a) 


“Westinghouse Electric & Manufacturing Company, Pitts- 
burgh, Pa., has issued Leaflet No. 2444, which covers the 
equalizer flywheel hoisting sets used in conjunction with | 
electric hoists. Application views together with the dia- 
gram of connections showing the liquid rheostat are given. — 
The leaflet also describes the system in which these devices __ 
are used. Leaflet No, 2457 issued by the company describes — 
and illustrates its commutating-pole rotary converters. 
Leaflet No, 2359A illustrates and describes; the typey K 
direct-current, commutating-pole motors.’ ‘ 
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CITY AND INTERURBAN CARS AND TRUCKS 


The Windows of fatecarban Cars 


There is no question but that arch-top twin windows for 
large cars make a very effective appearance and the majority of 
interurbans have them, but as they involve single sashes below 
the narrow arch-top sash it cuts down the window openings and, 

-in many cases, reduces the light and makes the interior dull and 

unattractive; also it obstructs the view of standing passengers. 

There is a way of getting around this difficulty by specifying the 

“Washington” type of double sash windows with dummy arch- 

top sashes above each pair. The appearance of these windows 

from the interior is shown in the above illustration which is one 

of the Northern Ohio Traction Company’s cars built by The G. 

C. Kuhlman Car Company. From the interior the “Washington” 

type of car has all the appearance of having the regulation double- 

sash window system, having high window openings and lower 

. sashes which raise their full height ; from the outside the arch-top 

: ino dummy sashes, spanning each pair of windows and glazed with 

art glass, give the imposing appearance desirable in a large car. 

: or Recesses behind the dummy sashes give room for the lower sash 

to slide up its full height and there is no sacrifice of strength in 

ae _ the upper side framing in substituting a light panel with the 

eee ~ dummy arch-top sashes in place of the usual heavy letter panel, 

vee ‘as an equally strong member is put on the inside of the post 
heads. Write for photographs. 
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Throughout the severest winter which lowa 
has experienced for many years and with heavy 
overloads on the power house and substations, 
the equipment on this road has given unquestion- 
able service. 


The conservative ratings, experience in de- 
sign, careful workmanship and highest grade 


materials incorporated in G-E equipments have 
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. Three of these locomotives, equip produced maximum returns for electric roads 
| ped with G-E 73 motors and ever since the inception of the Electric Rail- 


snow plough fronts have success- 


fully bucked drifts 8 to 11 feetdeep. way Industry. 


General Electric Company 


Largest Electrical Manufacturer in the World 
Principal Office: Schenectady, N. 


